ind 


Ous 

fleet 
Limost 
reight 
ns of 
nt on 

ons 
of the 
gether 
Is. will 
00, of 
Jlen in 


ures.— 
harged 
| week- 
| effort 
ar 1946 


ht Rail- 
vith the 
he Barsi 
er 2-8-2 
In_ this 

in. by 
in., the 
and the 
case of 
he bogie 


Club. 
ay Club 
» 12, at 
ad, Lon- 
iship of 
wn, Sup- 
Charles 
t of the 
opinion 
res of the 
ppear as 
nationali- 
stem, the 
yuld con- 
any time 
in 1899. 
the club 
he efforts 
>servation 
nd_ relics 
Executive 
K. Flitch. 


Treasurer. 
Presiden 
ry and Mr. 


{ December 26, 1947 





| A Journal of Management, Engineering and Operation 
i} INCORPORATING 
| | Railway Engineer - TRANSPORT + GjeRailtoay Yews 


The RnilmayTimes - Herapath’s 
i Railway 
FRAILWAYS . 


ILLUSTRATED 


* RAILWAY RECORD. 


nal fC 


Jour 
ESTABLISHED 1835 


PUBLISHED Every FRIDAY 
AT 
33, TOTHILL STREET, WESTMINSTER, LONDON, S.W.1 


Telegraphic Address : 
Telephone No, : 


“ TRAZETTE Pari., LonDoN” 
WHITEHALL 9233 (12 lines 


Annual subscription payable in advance and postage free 


British Isles and Abroad 
Single Copies 


0d. 


Cc ptéihtinithanewag es {2 5s. 
OL TT TET TOC TT Tere ee One Shilling 


Registered at the General Post Office, London, as a Newspaper 








VoL. 87 No. 26 FRIDAY, DECEMBER 26, 1947 








CONTENTS 


are PAGI 
Editorial Notes 717 
L.M.S.R. Diesel-Electric and Steam Motive Power 

to Compete ... 719 
The Passing of the Railway Director 719 
Two Railway Board Cartoons 720 
The Cheshire Lines Railway 722 
Wagon Supply Priorities 722 


Letters to the Editor 723 








The Scrap Heap 724 
Overseas Railway Affairs 725 
The Further Development of the Franco Loco- 
motive Sus +e si 726 
Southern Railway Staff College Curriculum 728 
Repairs to Strangford Viaduct, G.W.R. 729 
New Electric Dump Truck 730 
The Engineering Centre, Glasgow 734 
Personal 35 
Parliamentary Notes 738 
Notes and News 741 
Stock Market and Table 744 
DIESEL RAILWAY TRACTION 


The January issue of this Ratlway GazetTe Publication 
illustrating and describing developments in Diesel Railway 
Traction, will be ready on January 1, 1948, price 2s. 


RAILWAY INSPECTION 


A brief yet ample account of the legislation evolved 
to ensure the safety of the travelling ;ublic 


: 24 pages Octavo in paper cover 
PRICE ONE SHILLING 











RAILWAY ACCIDENTS 


Legislation and Statistics 
1825—1924 
54 pages Foolscap Folio in paper cover 
PRICE FIVE SHILLINGS 


THE RAILWAY GAZETTE 
33, TOTHILL STREET, WESTMINSTER, S.W.1 





XUM 


THE RAILWAY 





CAZETTE 717 


Some Encouraging Statistics 


aoe closing weeks of the year 1947 have been marked by 
the announcement of some encouraging statistics. As will 
be seen from the details given last week, traffic receipts of the 
main-line railway companies for the most recent »eriod have 
been the best since the resumption of their publication at the 
beginning of 1946, although the improvement is largely ascrib- 
able to the increases in rates and charges which have been 
made since that time. Coal output, which has been rising 
steadily for several weeks, is now at its highest since August, 
1940, and perhaps of greater importance is the fact that there 
has been a sharp advance in the number of workpeople joining 
the industry. The latest figure for the weekly output of coal 
is 4,356,200 tons, and the industry is within measurable distance 
of its target for the year of 200 million tons. Steel production 
in November was at the annual rate of 14,174,000 tons, and was 
the highest ever recorded for that month. Pig-iron production 
at an annual rate of 8,617,000 also showed an increase. A 
wide measure of success continues to attend the campaign for 
the speedier turnround of wagons. Unfortunately, none of 
the foregoing statistics of improvement is without qualifica- 
tion, but together they give a basis of at least mitigated en- 
couragement for the future. 


* * * * 


G.W.R. Hotels and Catering 

Until comparatively recently the Great Western Railway 
Company had not pursued a very energetic hotel policy, 
although its four principal establishments have achieved a 
well-merited reputation. The Royal Hotel at Paddington. 
Tregenna Castle Hotel in Cornwall, the Manor House Hotel 
on Dartmoor, and the Fishguard Bay Hotel, each in its own 
sphere, rank among the best of their kind. The future of 
railway hotels is uncertain because of the nationalisation of 
the railways. and the uncertainty as to when and if the 
Hotels Executive may be set up under the British Transport 
Commission has given rise to misgiving. It has even been sug- 
gested that railway hotels may be taken over by one of the 
Co-operative Societies. At the end of this year Mr. R. A. P. 
Setterfield is retiring from the position of Manager of the 
G.W.R. Hote!s & Catering Department, which position he has 
held since 1936, and is being succeeded by Mr. W. P. Keith, 
who for some time was with the L.M.S.R. Some biographical 
details of Mr. Setterfield and Mr. Keith are given elsewhere in 
this issue. Apart from the hotels mentioned, to which has been 
added recently the Grand Pump Room at Bath, over 100 
refreshment rooms and 40 kiosks, including 10 restaurants and 
small dining rooms, together with a number of snack bars. 
are operated by the G.W.R. There are also restaurant and 
buffet cars on 64 of the G.W.R. trains, comprising 23 kitchen 
cars, 14 twin-car sets, 85 restaurant cars, and 12 buffets. 
athough at the present time it is not possible to use some of 
the larger units on account of the crowded state of the 
trains. 


* * 2k “ 


By Rail to Victory 

Geographical considerations governed very largely the extent 
and form of the contribution of the individual main-line rail- 
ways to victory in the recent war. Although many of the 
preparations for war, and much of the operating practice 
during hostilities, were common to all companies. there were 
distinctive characteristics that have justified telling the stories 
separately for the benefit of the staff and others associated with 
one railway. It is therefore opportune that the story of the 
L.N.E.R. in wartime* should have been published while that 
organisation remains an entity, for this system, and of necessity 
its loyalties, will be subject immediately to more dissection 
at the beginning of next year than any other main-line railway. 
Mr. Norman Crump has told this story in an interesting style, 
and yet with precision of detail, and he has made generous 


use of diagrams and illustrations. War damage to the 
L.N.E.R. was severe, and it is a happy thought that the 
* By Rail to Victory: The Story of the L.N.E.R. in Wartime.’ Pub- 


lished by the company and obtainable at the principal L.N.E.R. station book- 


stalls and from the Advertising Manager’s Offices at 26, Pancras Road, 
N.W.1. at York, and at 23, Waterloo Place, Edinburgh. 8; in. x 5j in. 
196 pp. folding map and numerous photographic illustration plates. Price 
7s. 6 
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L.N.E.R. played a main part in the Anglo-American bomber 
offensive against Germany, the Eastern Counties having been 
transformed into an almost continuous network of airfields. 
This book will be welcomed by the staff of the L.N.E.R.; by 
all those with an interest in any of its component sections; and 
indeed by everyone who enjoys a well-written and accurate 
story of railway achievement. 


~ a » > 


The Present Situation in British Transport 

A comprehensive account of the present difficulties and short- 
comings in inland transport was given by Mr. M. R. Bonavia 
in a lecture at the Beaver Hall on December 16. The lecture 
was one of a course on “The Industrial Future of Great 
Britain,’ which has been arranged by the University of London 
and the Institute of Bankers, and Mr. Bonavia put his subject 
in its correct perspective by first reviewing the events that 
had led up to the present situation. On the whole, the railway 
passenger was better served in 1939 than ever before in the 
history of Britisii railways. During the war there were greatly 
increased traffics, but despite decreased maintenance, the trans- 
port system had been sufficiently sturdy to stand up to the 
strain inflicted on it. Now, however, the effects of decreased 
maintenance were becoming noticeable, and the strain on 
public transport remained acute. On the railways, for example, 
though maintenance was slowly regaining the pre-war level, 
arrears had not been overtaken. The Transport Act, 1947, 
must be regarded as being essentially a long-term measure, and 
Mr. Bonavia drew attention to the effect on transport of the 
recent cuts in capital expenditure; he warned against the cutting 
down on transport, as its efficiency or inefficiency will influence 
the whole indusirial structure 

2 * * * 

Overseas Railway Traffics 

Receipts of the principal Argentine railways recovered in 
the week ended December 6, increases being shown by all four 
British-owned companies. For the fortnight, however. there 
was a decline of ps. 230,000 in Buenos Ayres & Pacific traffics, 
although the improvement in the second week on the Buenos 
Ayres Great Southern and Central Argentine resulted in net 
improvements of ps. 360,000 and ns. 348.825 respectively. After 
a series of decreases, the Central Uruguay recorded an im- 
provement of £47 in the week ended December 6, but is 
£109,587 down en the aggregate. Entre Rios traffics lost 
ps. 39,500 in the first week of the fortnight, but foliowed this 
with a gain of ns. 10,500. The Argentine North-Eastern shows 
a total improvement for the fortnight of ns. 50,900. Paraguay 
Central results have continued their increases, gaining G23.904 
in the fortnight, although stiil G39,861 behind the previous year 


om aggregate. Some results are compared below: 


No. of Weekly Inc. or Aggregate Inc. or 

week traffic dec. traffic dec. 
Buenos Ayres & Pacific* . 23 2,600 +200 57,545 +6,116 
Buenos Ayres Great Southern* 23 3,948 501 75,924 +1,574 
Buenos Ayres Western* 23 1,565 +305 31,921 +3,996 
Central Argentine* ... 23 3,540 +298 77,036 5,012 

£ £ £ £ 

Canadian Pacific 44 7,454,200 +795,000 54,361,750 5,365,250 


* Traffic returns in thousands of pesos 
Aggregate gross receipts of the Canadian National Railways 
to October 31 were £90,551,500, an increase of £8,639.750, while 
the improvement for the month was £226,250. 
* * * * 

Mauritius Government Railways 

Decrease in receipts from various classes of goods traffic, 
combined with a fall in passenger receipts, contributed to the 
higher deficit recorded by the Mauritius Government Railways 
for the year 1945-46. The report, which we have received from 
the General Manager, the Hon. P. Cantin, shows gross receipts 
of Rs. 2,806,234, and expenditure of Rs. 3.829.764, leaving a 
deficit of Rs. 1,023,530. In the preceding year the deficit was 
Rs. 7,900. Although the number of passengers carried increased 
from 4,682,475 to 4,790,492, receints from this source fell from 
Rs. 1.193,984 to Rs. 1,100,135. Parcels receipts were slightly 
higher, but earnings from sugar, sugarcane, and general mer- 
chandise were all reduced. The results for the year were 
affected gieatly by the sugar crop, which was very much below 
iNe estimated tonnage on account of the severe cyclones which 
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occurred early in 1945. On the passenger side there was an 
increase in short-distance travel, combined with a decrease in 
the number of first and second class passengers. Total train- 
mileage was 321,183, as compared with 330,060 in the preceding 
year. Locomotive-miles fell from 507,404 to 479,083. Punc- 
tuality declined a little compared with 1944-45, the proportion 
of trains on time to the total number run being 87 per cent., 
as against 88-7 per cent. in the previous year. 
* * * + 


Restoration of Burma Railways 


As a prelude to the full report, the Burma Railways adminis- 
tration has issued a statement showing how the volume of traffic 
has increased during the second year of rehabilitation. We have 
received a copy of the statement from Brigadier J. C. B. Wake- 
ford, Chief Railway Commissioner. The route-mileage open to 
traffic on September 30 last was 1.498, comparing with 1,297 
at the corresponding date in 1946, and with 2,058 on March 31, 
1941. Locomotive stock is being built up steadily, standing 
now at 190 as against 169 a year ago, but the figure of 358 
locomotives in service in 1941 emphasises the difficulties that 
have to be faced in this direction. The operating results quoted 
compare the full year to September 30, 1947, with the first 
nine months of 1946, and show a total tonnage lifted in 1946-47 
of 1,849,833 tons. as against 902.106 tons in January-September, 
1946. Total earnings for the first nine months of 1946 were 
Rs. 27,708, and in 1946-47 were Rs. 49,057. The statement 
concludes with the text of an address given by Brigadier Wake- 
ford to the Journalists’ Association in Rangoon on October 24. 
in which he referred to the original plan for complete restora- 
tion of the railways by 1950. This timetable may be exceeded 
on account of delays in obtaining materials and labour, but 
should see the accomplishment of all major works. The Chief 
Commissioner announced, also, that nearly all the present 
European officers of the railway had been invited by the 
Government to remain in Burma under the new régime. 

* * * Bo 


Strangford Viaduct Reconstruction, G.W.R. 

In March last the highest flood in the River Wye for over 
150 years was responsible for undermining and washing away 
the midstream pier of the G.W.R. viaduct over that river at 
Strangford, between Ross and Hereford. The manner in which 
the structure has now been restored is described elsewhere in 
this issue. It is noteworthy that the new 91-ft. span, replacing 
the two original central spans, each 46 ft. long, was launched 
across the gap between the strengthened piers by rolling on 
trollies with the aid of a temporary 72-ft. launching nose and 
a 19-ft. tailpiece and kentledge, bringing the total mass moved 
up to 85 tons, and its length to over 183 ft. Having arrived 
over and been jacked down on to temporary light trestles on 
the piers, the nose, tail, and temporary bracings were detached, 
and the main girders placed by cranes on the ends of the piers 
to enable the trestles to be removed. The main girders then 
were lifted again and placed on their final bearings, and with 
their permanent skew at 7 ft. 6 in. centres. Among the details 
considered in planning this job was the 62-ch. curve. The sup- 
porting piers, substantially encased in concrete, should prove 
sufficiently solid to withstand any future abnormal flood, 

* » * + 


Further Development of Franco Locomotive 

In Italy, during the last ten years, a considerable amount 
of development work has been done on the Franco locomotive, 
which, in its original form, underwent extensive trials in 
Belgium and Luxembourg during 1932-3. It is only recently 
that authoritative details have come to light, and we publish 
elsewhere in this issue a survey of what has been done. The 
triple-unit locomotive tried in Belgium proved too cumber- 
some, and a simpler and more compact form of boiler and 
preheater accordingly was designed. In its new form, the 
Franco-Crosti locomotive, as it is now known, has been sub- 
jected to very elaborate trials on the Italian State Railways, 
with results so successful that the conversion of five 2-6-2s 
and five 2-8-0s to this system were ordered; plans for further 
2-8-0s also were put in hand, A saving in length in the new 
type is secured by folding back the preheater, so that it lies 
alongside the boiler barrel instead of protruding in front of 
it. Observations over a period of nearly three years’ service 
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under war conditions, showed the Franco locoinotives to yield 
an average economy of 18:93 per cent., even when compared 
with locomotives already equipped with feed-water heaters. 
The apparatus is costly to construct and expensive to main- 
tain, but if, as in Italy, economy in fuel is an over-riding 
consideration, the Franco locomotive might become a necessity 
rather than an interesting novelty. In Great Britain, should 
coal production not be increased sufficiently, British engineers 
may be obliged to adopt similar devices to keep an adequate 
number of locomotives in service, 
* * * * 
Atomic Physics on the Screen 


From the splitting of the atom to the realisation of the atom 
bomb is but a short step in the history of the growth of atomic 
knowledge, which can be traced back to the work of chemists 
in the 18th century. The whole story is told in a new film 
produced by Gaumont-British Instructional Limited, to the 
accuracy and sincerity of which tribute has been paid by 
eminent scientists. “The splitting of the atom was achieved by 
bombardment with neutrons, but the detonation of the atom 
bomb is produced by combining substances which are them- 
selves radio-active. To make the energy released available for 
industrial purposes, it will be necessary to produce and con- 
trol a chain of atomic reactions instead of the single reaction 
of the atom bomb. This is the purpose of the atomic pile, 
the development of which is proceeding in this country, but 
although the film shows how the heat it produces might be 
used for generating steam to operate electrical generating plant, 
it makes no hasty prophecies as to how soon such a result 
can be achieved. Acknowledgment is made to the assistance 
in making the film rendered by numerous organisations and 
institutions, including the research laboratories in this country 
of the General Electric Co. Ltd. ; 


* * * * 


L.M.S.R. Diesel-Electric and Steam Motive 
Power to Compete 
HE first diesel-electzic locomotive to be built for experi- 
mental main-line service in Great Britain has been com- 
pleted at the L.M.S.R. Works at Derby and is now undergoing 
local trials. In due course. when the second unit has been 
built, more exiensive trials will be held, when the diesel will 
compete with the latest types of L.M.S.R. steam locomotives 
on the Euston—Glasgow run. To give the widest scope to 
the experiment, the layout of the diesel was considered with 
special care, so that it could be tried out on a range of traffic 
duties, and the design provides for two identical units, each 
with a diesel engine of 1,600 h.p. Each unit will have a 
driving cab at both ends, so that it can operate either as a 
single unit or, coupled to the second, form a complete unit of 
3,200 h.p. controlled from one end by a single crew. The 
new diesel was designed by Mr. H. G. Ivatt, C.M.E., and The 
English Blectric Co. Ltd., which has supplied similar locomo- 
tives now at work in many paris of the world, was responsible 
for the diesel engine and electrical equipment. A trial run of 
the first unit, more details of which will be given in a later 
issue, took place from Euston on Thursday this wee 

In the U.S.A., where the development of diesel-electric rail 
traction for main-line passenger and freight working has been 
most marked, more and more lines are going over entirel\ 
to diesels, though it is important to remember that running 
conditions in the States are very different from those in this 
country. At the same time, some fine performances have been 
put up by advanced steam designs, breaking all previous U.S.A. 
steam records for efficiency and continuous availability. There 
has been some criticism, also, that figures favouring diese! 
operation have been obtained too often at the expense of steam 
locomotive with many years of service. 

For this reason, therefore, much interest attaches to the 
trials planned by the L.M.S.R. to obtain comparative data 
on the two forms of motive power. There has just been com- 
pleted at Crewe works, No. 6256, Sir William A. Stanier, F.R.S., 
the first of two steam locomotives which will compete with 
the 3,200-h.p. diesel-electric unit on the Euston—Glasgow main 
line. These locomotives, which are to the same general design 
as the existing 4-6-2 “ Coronation ” type, include also a number 
of additional features introduced by Mr. Ivatt to give increased 
availability, reduce maintenance costs, and allow longer periods 
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between workshop repairs. Briefly, these features, which will 
be dealt with more fully in a later issue, included the re-design- 
ing of the back end of the locomotive, fitting of all axles of 
engine and tender with roller bearings, and re-designing the 
reversing gear. 


* * * * 


The Passing of the Railway Director 
ERY soon the British railway companies will be holding 
their last board meetings. There will not be much for 
the boards to do after January 1, but the companies will 
remain in existence until the distribution of the final net 
revenue to the stockholders. It appears that the railway 
directors are to pass out “ unwept, unhonoured, and unsung. 
What they have done to incur this obloquy is mysterious. Has 
not the Minister of Transport said that “they on the Govera- 
ment side had recognised the high character and public spirit 
of the directors of the railway companies?” No Chairman 
of any of the four main-line companies has been chosen. 
either as whole-time or even part-time member of the British 
Transport Commission or the three Executives to be drawn 
“from among persons who have had wide experience and 
shown capacity in transport, industry, commercial or financial 
matters, in administration or in the organisation of workers.” 
But the co-operative societies, the trade unions, the National 

Farmers’ Union, and the Army are all represented. 

How the pendulum has swung since Grinling wrote just 

42 years ago in his book, “ The Ways of our Railways ”: 
A directorship of a British or Irish railway is a 
coveted position, not mainly on account of the salary 


attached—which is seldom more, and generally less, thaa 
£500 a year—but for many other reasons. For one 
thing the very élite of the land—the Royal Family only 
excepted—meet in the railway boardrooms, and it is 


pleasant to be able to claim a duke or an ex-Cabinet 
Minister as one’s colleague in business. To be permitted 
to travel free over the railways of the land by virtue of a 
gold medal dangling from one’s watch-chain is also an 
agreeable thing in its way. But the vast majority of our 
railway directors have taken office for much weightier 
reasons; either they have large family holdings of the com- 
panies’ stocks to look after, or the efficient working of 
the railway and the timely extension of its facilities are 
of vital importance to their own businesses. The former 
is the explanation of the presence on railway boards of 
so many holders of great and honoured names; the latter 


of the large intermixture of the commercially trained 
element. The resultant blend would be hard to beat— 


aristocratic integrity and independence combined with 
business training, commercial acumen, and local know- 
ledge. In a few companies the chairman is a financial 
“expert,” with a special fee; but this practice has fallen 
somewhat into disrepute since the days of George Hudson 
and Edward Watkin. The titled chairman is now in 
favour, and several of the largest companies are headed 
by members of the House of Peers; others by younger 
sons of noble families, and others by baronets or knights. 
Some of these titles have been won by the holders as 
rewards for eminence in the commercial world, others are 
hereditary; for excellent railway chairmen have been 
“born” as well as ‘made,’ and no class has a monopoly 
of the output. Officials who have grown grey in the ser- 
vice are frequently promoted upon retirement to seats on 
the board, to which they contribute a kind of knowledge 
the more valuable because it forms part of the blend 
afore-mentioned. In several cases a man who entered the 
service of a British railway in a humble capacity has 
ultimately risen to be its chairman. ‘Expert’ appoint- 
ments of this kind are usually highly successful. 

“The London & North Western has twenty-four direc- 
tors, but no other of our railways has more than twenty, 
and a dozen is a favourite number. Meetings of the full 
board are usually held once a month, but in addition 
there is a good deal of committee work to be done. The 
directors’ committees, consisting of a delegation from the 
full Board, each with a regular chairman, are classified 
as ‘Ways and Works, ‘Locomotive,’ ‘Traffic,’ 
‘Finance,’ ‘Parliamentary,’ ‘Hotels, ‘Docks and 





720 THE RAILWAY GAZETTE December 26. 1947 


Two Railway Board Cartoons 
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December 25, 1902 
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Steamboats,’ and under other heads, according to the size 
of the company and the variety of its operations. The 
Finance Committtee, which passes and pays accounts, 
usually meets weekly; the others once or twice a month 
as business may require. The responsible officers of the 
various departments attend and report to these Com- 
mittees, who in turn report to the full board.” 

Those were the halcyon days of railway directors. Thetg 
were about 600 of them on some 150 railway companies. BuF. 
Grinling notwithstanding, there was considerable criticism 4 
that time of the composition of railway boards, as evince® 
in the Truth cartoon reproduced on page 720. It was also 
alleged that apart from the aristocratic and landed proprietor 
directors there was a tendency for many of them to be coal, 
iron and steel masters first and railway directors second. This 
was a criticism particularly applicable at one time to the 
old North Eastern Railway Board. Probably the most “ rail- 
way-minded”’ board was that of the former Midland Railway 
Company, which undertaking, in our opinion, most nearly 
reached 90 per cent, efficiency in all departments. The Mid- 
land Board met monthly and the Committees twice monthly 
the Board on the first Friday in each month, Committees the 
day before, and then Committees on the third Friday in the 
month. This meant every director making two journeys to 
Derby each month. 

In the 19th century it was considered a poor Parliament 
when “railway interests” were not represented by at least 
66 M.Ps. The 1906 general election reduced the number from 
53 and 21, and our then contemporary, The Railway News, 
scolded us for recording the change, remarking that “no good 
purpose was to be served by calling public attention to a 
loss of strength in the representation of railway interests in 
the new Parliament.” Railway directors suffered their next 
great rebuff in the 1923 grouping, when 123 companies were 
absorbed into the four main-line companies now also shortly 
to be no more. Grouping reduced the number of railway 
directors at first to 102 (28 each on the L.M.S.R. and L.N.E.R., 
25 on the G.W.R. and 21 on the Southern) and later to 80—20 on 
the L.M.S.R., 21 on the L.N.E.R., 23 on the G.W.R. and 16 on 
the S.R. Their total fees, as stated in the published accounts, 
amount to £89,713. Already the salaries of their successors, 
the British Transport Commission and the Railway Executive, 
their officers, staffs, and establishments, greatly exceed that 
figure. 

Both before and subsequent to grouping, the chairmanship 
of a British railway company was nearly a full-time job, and 
the deputy chairman’s also, but to a lesser degree, and each 
received a special fee. Latterly, a director netted only about 
£30 a year after paying income tax and surtax, This is easily 
explainable when it is remembered that British railways had a 
great tradition and a great reputation. Before there was any 
prospect of becoming a director one must of necessity have 
achieved considerable standing in other spheres. Nobody 
became a railway director for the sake of the emoluments. 
The blue riband of a business career was to achieve the 
trinity of becoming a railway director, a director of one of 
the big banks, and a director of an insurance corporation, 

Every railway company had a long list of prospective can- 
didates for election to the board; choice of a new director was 
generally considered to be largely the chairman’s prerogative. 
The reasons for selecting directors varied considerably with the 
main-line companies. The Great Western until comparatively 
recently usually gave first preference to the territorial director. 
The London & North Eastern also followed the geographical 
principle in electing directors, representative of the various 
areas served by the system ranging from the North of 
Scotland to the Eastern Counties. Banking and _ business 
interests predominated on the Southern and the London Mid- 
land & Scottish. In addition to the main board, the London 
Midland & Scottish had a Scottish Committee of six and a 
Northern Counties Committee of seven. The London & North 
Eastern, on the other hand, had three Area Boards—Southern, 
North Eastern and Northern, with eleven, six, and five members 
respectively. 

It should not be overlooked that, apart from work done on 
railway boards and committees, directors were called on to 
represent their companies at numerous public events and at 
staff functions of many kinds. The chairman and deputy 
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chairman, in particular, spent a great deal of time ungrudgingly 
in attending social gatherings, while the territorial method of 
filling seats on boards ensured that a director was available to 
speak for his company at places “ down the line.” Most of the 
important ambulance contests, for example, were attended by 
a director, who not infrequently gave a trophy for competition 
between teams in his district. The staff also appreciated the 
presence of directors at meetings of athletic clubs, musical and 
dramatic societies, and debating societies. It is not clear 
what will be substituted under nationalisation for these pleasant 
links between the companies and their employees. Un- 
doubtedly something will be lost to our railway morale if the 
personal touch disappears in the changeover, 

The companies, both before and since grouping, had dif- 
ferent practices in the appointment of retired officers to their 
boards. On the Great Western there was a rigidly observed 
rule that no ‘ex-officer should be appointed to the board. It 
is said that after the death of Sir Daniel Gooch in 1889, who 
from being Locomotive Superintendent became a Director and 
then Chairman, the directors unanimously agreed never again 
to be “ruled by an ex-officer.” The late Lord Churchill once 
said to us that in his view to appoint either an ex-general 
manager, a secretary, or an engineer to the board “spoilt the 
pace” of his successor. On the other hand, the Southern 
Railway only a few years ago had no fewer than five ex- 
officers on its board. The then chairman, Mr. Loder, publicly 
stated that in his view ex-officers made the best directors of 
companies. 

Could a serving chief officer also be a director? In 1941, 
the G.W.R. promoted a private Bill which would have enabled 
its general manager to be a director while also remaining 
general manager, but the Minister of Transport objected on 
the grounds that he could not have a director on the Railway 
Executive Committee. As a consequence Sir James Milne 
resigned from the board immediately after being elected. 
Although the Great Western legal adviser thought it necessary 
to promote a private Bill, the London & North Western Rail- 
way had provided a precedent, William Cawkwell, who was 
general manager from 1858 to 1880, was appointed to a seat 
on the board in 1873 and served as deputy chairman from 
1884 to 1897. 

To be a railway director was not the sinecure some people 
appear to believe. It meant, in addition to attendance at the 
monthly board meetings. attendance at several committees in 
board week. The usual committees were “ Accounts,” 
* Finance,” “ Hotels,” “ Locomotive,” “ Organisation,” ‘“* Pro- 
perty,” “Road Transport,” “Salaries,” ‘“ Steamships,” 
* Stores,” “ Traffic” and “ Works.” In addition, directors had 
to serve on a number of joint committees. The L.N.E.R. and 
L.M.S.R. had each over forty committees to man. Then, 
throughout the year, directors had to attend the secretary’s 
office on a roster, for the certifying of accounts for payment. 
The reply to ill-informed criticism of the size of railway 
boards was that if reduced in numbers it would be impossible 
to man all the committees. The chairman and deputy chair- 
man are ex-officio members of all committees. The usual num- 
ber of committees on which the director had to serve ranged 
from six to as many as eighteen on the L.N.E.R., six to 
twenty on the L.M.S.R., three to eight on the G.W.R. and 
three to sixteen on the Southern. 

In throwing the whole of the 80 directors of the British 
railways on the scrap heap, so to speak, we think the Govern- 
ment in general and the Minister of Transport in particular, 
have made a great mistake and have tossed aside a valuable 
asset. We think that part-time service of a number of them 
could have been utilised by the Commission on committees 
and in various capacities. True, the railway boards were 
opposed to the nationalisation of inland transport, which 
few really wanted except the Government at present in power. 
We believe, the decision having been made, most of their 
members would have worked just as loyally and whole-heartedly 
in making a success of the new order as will those railway 
officers who have accepted positions on the Commission and 
the Executive. 

So, their services being no longer required, we bid farewell 
to the chairmen, deputy chairmen. and directors of the main- 
line companies. Very appropriately, we think, a full list of 
them will be found on our “Scrap Heap” page. Who in 
future will do all that they did? Or was it ail unnecessary? 








The Cheshire Lines Railway 

OINTLY-OWNED railways have always occupied a dis- 

tinctive place in the structure of the British railway system, 
and in earlier years some of them partook of the nature of 
separate railway organisations, but without individual share- 
holders, as all the shares were held by the parent companies. 
Such joint railways were unaffected by grouping in 1923, unless 
all the parents came into one group company. Within more 
recent years, those joint railways having their own separate 
management, have been reduced in principle by the placing of 
the management in the hands of one or other of the parent for 
administration on joint account. There has been one outstand- 
ing exception, however, in the Cheshire Lines Railway, which 
has survived until the present time with its own separate traffic 
administration, and it is fitting that this railway should form 
the subject of an authentic history* before it passes*into oblivion. 

On the outbreak of the second world war, the Cheshire Lines 
owned or worked 143} route-miles, involving a total of 4444 
track-miles; the track-mileage was increased during the war by 
nearly 23 miles to deal principally with Government traffic. 
The undertaking latterly involved a capital expenditure of 
£11,379,590, and had annual gross receipts of £1,719,951, to 
which passenger traffic contributed nearly one-third or £564,291. 
The coaching vehicle stock comprises 284 passenger carriages, 
35 luggage, parcel, and brakevans, horseboxes, etc., and 43 
mineral brakevans. The Cheshire Lines is thus a railway of no 
mean importance. It is owned by the Cheshire Lines Com- 
mittee, which is a separately incorporated statutory body, 
owned latterly in the proportions of two-thirds L.N.E.R., and 
one-third L.M.S.R. It owes its separate existence to the railway- 
building rivalries of the 1860s, and particularly to the forceful 
personality of Sir Edward Watkin, Chairman of the Manchester, 
Sheffield & Linco!nshire Railway. 

{t had its origin in an agreement of June 11, 1862, between 
the Great Northern Railway and the M.S.&L. Railway for 
the establishment of a joint committee to regulate and work 
traffic on four authorised jointly-owned lines. This association 
of the two parents in developing lines in Cheshire and Lanca- 
shire followed naturally on the very close alliance for traffic 
working made between the two companies in 1857. The Mid- 
land Railway became interested in railway promotion west of 
Manchester very shortly afterwards, and joined the other two 
partners in the Cheshire Lines Committee on July 18, 1866. 
The incorporation of the Committee as a separate statutory 
body took place under an Act of the next year. With the 
addition of further sections of line, and the securing of running 
powers over portions of the L.N.W.R., the railway made a swift 
rise from a rural Cheshire Line to ownership of the third rail 
route between Liverpool and Manchester. 

On the completion of Liverpool Central Station and the 
direct line between the two cities, a service of sixteen through 
trains each way daily between Liverpool and Manchester 
(London Road) was introduced in May, 1874. Cushioned seats 
were introduced in third class compartments on these trains in 
1876. With the opening of the Manchester Central Station 
on July 9, 1877, an improved hourly express train service was 
introduced, with departures at standard times, and simultane- 
ously the Cheshire Lines incorporated cheap fare facilities. 
Throughout its career the Cheshire Lines has been a highly 
competitive railway, not merely with the L.N.W.R, and the Lan- 
cashire & Yorkshire Railway, but at times also with its own 
parent companies. 

When the Railways Act of 1921 was in the Committee stage 
the question of whether the Cheshire Lines should be absorbed 
entirely by one or the main groups was debated keenly, but 
it was felt that its inclusion in the L.M.S.R. group would have 
caused serious loss to the L.N.E.R. group as a result of the 
severance of the latter from all its interests and investments in 
the Manchester and Liverpool areas. Sir Eric Geddes, the 
then Minister of Transport, stated before the Standing Com- 
mittee of the House of Commons on June 14, 1921:—‘ The 
reason that joint lines, which are owned by the constituent 
parts of the proposed groups, were left out of the grouping 
was merely a want of ability to arrive at anything like a reason- 





* “The Cheshire Lines Railway." By R. Prys Griffith. South Godstone, 
Surrey: The Oakwood Press, Tanglewood. 74 in. x 5 in. 57 pp. + map 
need and illustration plates. Price 6s. 6d. paper wrapped; 8s. 6d. cloth 
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able grouping and a reasonable allotment of interest. If you 
took a joint line like the Cheshire Lines and gave it to one 
group or another, you would seriously affect the financial posi 
tion of the group which is deprived of that joint interest as an 
access to great centres of traffic. If these matters, as some 
Hon. Members may think should have been done, had been 
dealt with in this Bill, then the Bill would have been two or 
three times its present size. It was almost impossible to deal 
with all these things in the first Bill. That is why the joint 
lines were left out.” 

In the early 1930s, the Cheshire Lines, in common with othe: 
railways, became involved in pooling schemes with the objec 
tive of saving expenditure in the operation of those railway 
activities in which two or more companies were mutually in 
terested, principally cartage establishments. The Liverpoo! 
scheme, which became operative on March 1, 1935, was one of 
the most far-reaching and successful in the country. The head- 
quarters organisation of the Cheshire Lines Committee consists 
of the Secretary & Manager, assisted by a secretarial assistant 
operating assistant, and commercial assistant. 

Up to 1936 the organisation at the Liverpool headquarters 
included in addition an Accountant, Engineer (Civil, Mechani 
cal, Electrical, Signal & Telegraph, and Road Motor), Estate 
& Rating Agent, and Police Superintendent, with a Stores Super- 
intendent at Warrington. After the reorganisation of that year, 
when the position of all autonomous joint lines came under re- 
view, these departments were taken over by the parent groups; 
the Accountancy, Engineering, Estate & Rating, and Police De- 
partments were transferred to the L.M.S.R., and the Stores De- 
partment and certain phases of mechanical engineering to the 
L.N.E.R., the latter company continuing as hitherto to be re- 
sponsible for the Carriage & Wagon Department. The Cheshire 
Lines has never owned locomotives. In early years all loco- 
motive power was supplied by the M.S. & L. Railway, but con- 
flict arose with the other partners and was submitted to the 
arbitration of John Ramsbottom, under whose award of May 30, 
1882, all local requirements have been provided by the M.S. & | 
(and the privilege inherited by the L.N.E.R.) but with the other 
partners working through trains with their own engines, Thus, 
the Cheshire Lines is in a position akin to that of an American 
* terminal company ” with a number of L.N.E.R. and L.M.S.R. 
through passenger and goods services. 

The historical book, to which we have referred above, con- 
tains a Foreword by Mr. Gerald tLeedam, the Secretary & 
Manager, and should prove a we'cume addition to such litera- 
ture dealing with a subject on which writings have been 
It contains a map of the system and detail plans of 
important junctions; appendices listing Acts of Parliament and 
dates of opening, as well as particulars of the opening and 
closing of stations; and an excellent factual account of the work 
of the Cheshire Lines in both world wars. 

* * * * 


Wagon Supply Priorities 

THOUGH the very welcome increase in coal production 

is throwing an additional burden on the railways, we 

inderstand that ne serious difficulty is being experienced at 

present in meeting wagon requirements for coal or for other 

classes of traffic. Experience has shown, however, that the 

most difficult time from an operating point of view occurs 

luring the first ten or twelve weeks of the year, when weather 

conditions are less favourable than at present, and result in 
slower movement of wagons. 

It is gratifying to learn that for several weeks there has been 
an appreciable and steady decrease in the number of wagons 
out of service waiting repairs. If this progress in overtaking 
arrears can be maintained, and the improved turn-round of 
wagons at week-ends continued, the additional wagons which 
will become available will make a most valuable contribution 
towards meeting requirements of trade and industry during 
the next three months. 

To prepare for possible difficulties, however, the Minister 
of Transport, we understand, recently has issued broad direc- 
tions to the railways as to the action which should be taken, 
when wagons are in short supply, to give priority to the accept- 
ance of full wagon loads of certain classes of traffic. The 
first priority is to be given, as at present, to the acceptance of 
-oal class traffic and then to Calor and Botto gas cylinders, 


sparse. 
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full or empty. Next in priority come such traffics as material 
required for production or maintenance of locomotives used 
for freight traffic and railway wagons; exports and imports; 
grain and flour for human consumption and perishable food- 
stuffs, raw materials for iron and steel works and iron and steel 
from steel works; coal mining machinery, stores and equipment; 
electricity and gas generating plant; material for coal/oil con- 
version programmes; material and equipment for atomic energy; 
agricultural machinery; limestone for the sugar beet industry; 
fertilisers and manures; agricultural and vegetable seeds and 
feeding stuffs for livestock and poultry. 

It is recognised that some traffics not specifically mentioned 
may be considered of sufficient urgency to receive priority, and 
to cover such cases, special authority will be given by railway 
headquarters or by Movement Officers acting on behalf of the 
various Government departments. It is visualised that, should 
periods of wagon stringency occur, it may be necessary to 


LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Extra Fuel Supplies for Tank Engines 


London & North Eastern Railway, 
Edinburgh, 1. November 11 
To THE Epiror OF THE RAILWAY GAZETTE 
Sir,—With reference to the item on L.N.E.R. engine No. 
8492—a picture of which is shown on page 515 of your issue 
of November 7, may I draw your attention to the fact that 
there is a second engine with exactly the same arrangements, 
the engine number being 8511, which is allocated, along with 
8492, to St. Margaret’s Shed. 
Yours truly, 
E. D. TRASK 
Locomotive Running Superintendent, Scottish Area 


Crowlands Station, L.N.E.R. 


54, Parliament Street, 
London, S.W.1. December 3 
To THE Epitor OF THE RAILWAY GAZETTE 
Sir,—With reference to the diagram on page 616 of The 
Railway Gazette of November 28 last, in connection with the 
article on the Ilford flyover, the new station at Crowlands, be- 
tween Chadwell Heath and Romford, is not shown. 
According to your publication, “ Improving London’s Trans- 
port,” this station was to be provided at the aforementioned 
location, and is shown in the diagram on page 10 of the above. 
Have the plans been changed in respect of this station, or 
was it accidentally omitted from your diagram? 
Yours faithfully, 
P. HOTCHIN 
[In connection with the preparation of our article on the 
Ilford flyover, we were informed officially by the L.N.E.R. that 
the proposal for Crowlands has been dropped.—Eb., R.G.] 


Liveries for British Railways 


65, Princes Avenue, 
Finchley, N.3. December 10 
To THE EpiTror OF THE RAILWAY GAZETTE 

Sir,—There is more in this paint question than meets the 
eye. Those who plead for the retention of some variety in 
the colours on the railways usual'y are condemned brusquely 
as out-of-date sentimentalists. But there is a reason, I sug- 
gest, why the old colours should not be banished in favour 
of a national shade. 

One of the biggest headaches in front of the Transport 
Commission will be to make the railwayman feel he is not work- 
ing for a soulless organisation—a very small cog in a large 
machine, a feeling which is the bane of the Civil Service. 

Very wisely, I think, the Commission has decided on regional 
management. What is needed now is an outward sign of 
that regional basis. British Railways will need no adver- 
tising. Everyone will know the railways are State-controlled, 
and the station and working notices will provide enough 
reminders. What better way to identify a region than by 
an individual livery? 

Anything which will give the railwayman the feeling that 
he is working for a worth-while, comparatively local organi- 
sation is, I believe, psychologically sound—anything which 
makes him feel his area is a little different from the rest— 
and with standardised orders and machines I think this is 
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suspend temporarily the supply of wagons for such traffics as 
sand, gravel and road making and road repairing equipment, 
building raaterials and finished products for the home market. 

Until further notice, however, the existing restriction on the 
use of railway-owned end-door mineral wagons and requisi- 
tioned privately-owned wagons for the conveyance of general 
merchandise is to be continued except for certain permitted 
traffics. These include imports, traffic consigned direct to a 
colliery, raw sugar and beet pulp from sugar beet factories, 
potatoes and other vegetables originating in the Eastern Counties 
and Lincolnshire, seed potatoes from Scotland, wheat and bar- 
ley, and Services traffics for shipment. 

Although there can be no question as to the necessity for 
making preparations of this kind, we are sure we are expressing 
the hope of the Railway Executive, railways and traders alike 
that circumstances will render it unnecessary to put these 
arrangements into operation, even for a short period. 


about the only way left to give him this interest, Perhaps 
this would bring back some of the pride in the job which was 
lost with the 1923 ama!gamation, and encourage the local 
spirit which not only helps the railwayman with his day-to- 
day duties, but improves the service to the public. 

Colour has been traditional in English travel since the coach- 
ing days, and I hope that before the Commission’s business 
efficiency experts condemn us to a dreary vista of khaki, 
embellished with a bro: id arrow device, they will give serious 
thought to this suggestion. Is it so impossib‘e After all, 
whichever shade of the rainbow the experts finally decide 
on, it will become monotonous. 

My choice would be Caledonian blue for the Scottish, North 
Eastern green for the North Eastern, Midland red, Great 
Western green, and Stroudley’s improved engine green for the 
sunny Southern. Incidentally. I have yet to find a railwayman 
who does not agree with the idea. 

Yours faithfully, 
S. R. COOPER 


Design for a ‘‘ Standard” Railcar 
Wadham College, 
Oxford. November 8 
To THE EpIToR OF THE RAILWAY GAZETTE 

Sik,—The time seems now ripe to consider a specification 
for a standard design of railcar, for use in Great Britain. Such 
a vehicle must be capable of the following uses: — 

(1) To provide an “all station” service on lines whose con- 
tinued existence is justified by freight traffic. 

(2) If special reasons exist for maintaining such a line, to 
operate all traffic on certain branches which might otherwise 
be closed. 

(3) To provide an express service on lines where there is 
a small but real demand for this, but where only an “all- 
station” steam service now can be operated economically 
(e.g., Oxford-Bletchley-Bedford-Cambridge). 

Such a vehicle would requ‘re the following properties: — 
(1) Seating in real comfort (e.g., adjustab’e aircraft-type seats) 
for, say, 56 passengers; (2) one lavatory; (3) adequate baggage 
accommodation; (4) power-operated sliding doors; (5) pro- 
vision for the guard to issue tickets, etc.; (6) high accelera- 
tion; (7) high balancing speed, say 85 mp.h.; (8) capability 
of hauling normal coach or 3 four-wheel goods vehicles, e.g., 
45 tons; (9) braking power for safe handling of up to 45 tons 
unfitted freight stock; (10) low axle-loading for use on 
indifferent track. 

The above specification would seem to call for a vehicle 
about 80 ft. in length, carried on two six-wheel bogies, weigh- 
ing not more than 45 tons. Rather more available power than 
is usual in railcars, say 350 h.p., would be necessary, and the 
widely differing conditions of service necessitate diesel-electric 
transmission. I would suggest that for good riding at speed, 
one 175-h.p. (1 hr. rating) motor driving the centre axle of 
each 6-wheel bogie would be the best arrangement. Such a 
vehicle, I feel, could be designed, using modern all-welded 
technique .and would be a useful asset wherever reliability 
and flexibi lity are of more importance than low initial cost. 

Yours fa‘thfully, 
J. RODGERS 

[The two requirements, (a) high-speed cross-country services: 
and (h) all-station branch-line services. with the possible 
addition of trailing vehicles, would really call for ra‘lcars 
of different designs. Requirement (b) probably would be 
better met with a diesel locomotive of medium power 
hauling standard ‘passenger or goods vehicles—Eb., R.G.] 
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The Scrap Heap 


British Railway Directors 


GREAT WESTERN RAILWAY 

Chairman: The Rt. Hon. Viscount PorTAL, 
P.C., D.S.0O., M.V.O., Laverstoke House, 
Whitchurch, Hants. 

Deputy-Chairman: The Rt. Hon. the Earl of 
DupLey, M.C., Ednam Lodge, Sunning- 
dale, Berks. 

Directors : 

Lt.-Col. the Hon. J. J. 
House Terrace, S.W.1. 

The Hon. A. W. BALDwin, Silver Rill House. 
Overbury, Tewkesbury. 

The Hon. Sir Epwarp C. G. CADOGAN, 
K.B.E., C.B., Carlton Club, 69, St. James’s 
Street, S.W.1. 

W. M. CoprINGTon, C.M.G., M.C., Preston 
Hall, Uppingham, Rutland. - 

The Rt. Hon. Lord DuLverton, O.B.E., 
Batsford Park, Moreton-in-Marsh, Glos. 


Astor, 18, Carlton 


Sir WILLIAM Fraser, C.B.E Britannic 
House, Finsbury Circus, E.C.2. 
Sir CHARLES J. HAMBRO, K.B.E., M.C., 41, 


Bishopsgate, E.C.2. 

Cyrit E. Ltoyp, Broome, near Stourbridge, 
Worcestershire. 

GEOFFREY FOwNES LUTTRELL, Dunster Castle, 
Somerset. 

The Rt. Hon. HAroLD MAcMILLAN, P.C., 
M.P., 10-15, St. Martin’s Street, W.C.2. 
James VOASE RANK, Ouborough, Godstone, 

Surrey. 

Sir W. REARDON-SMITH,  Bt., 
Peterston-super-Ely, Glam. 
Capt. HUGH VivIAN, Chantry Acre, Bishops- 

ton, Swansea. 
Sir GrorGe Harvie Watt, K.C., M.P., 
12, Catherine Place, Westminster, S.W.1. 
Col. Sir W. CHARLES WRIGHT, Bt., G.B.E 
C.B., Englemere Hill, Ascot, Berks. 


Golding, 


LONDON MIDLAND & SCOTTISH , 
RAILWAY 
Chairman : Sir Ropert ABRAHAM BURROWS, 


Bonis Hall, Prestbury, Cheshire. 
Deputy-Chairman: The Rt. Hon. The Eart 
PeeL, Hyning, Carnforth. 
Directors : 

The Rt. Hon. Lord ALDENHAM, 22, Bishops- 
gate, London, E.C.2. 

Sir ALAN GARRETT ANDERSON, G.B.E., 105, 
Park Lane, London, W.1. 

Sir SAMUEL RICHARD BEALE, K.B.E., Drum- 
lamford, Barrhill, Ayrshire. 

Davip MARTYN EvAns BEVAN, Danygraig, 
Newton, Porthcawl, Glamorgan. 

Sir THOMAS AUBREY LAWIES BROCKLEBANK, 
Bt., Nunsmere, Sandiway, Cheshire. 

FRANCIS MAURICE GROSVENOR GLYN, 67, 
Lombard Street, London, E.C.3. 

Col. Sir RALPH GEORGE CAMPBELL GLYN, 
Bt., M.C., D.L., M.P., Flat No. 12, 120, 
Wigmore Street, London, W.1. 

Sir FRANCIS L’EsTRANGE JOSEPH, Bt., K.B.E.. 
D.L.., The Hall, Alsager, Cheshire. 

Sir (FRANK) Ewart Smith. Nobel House, 
2, Buckingham Gate, London, S.W.1. 

Sir ALEXANDER MurRRAY STEPHEN, M.C., 
Linthouse, Govan; Glasgow, S.W.1. 

RICHARD FELIX SumMeERS, Denna 
Burton Point, Wirral, Cheshire. 

GEORGE REGINALD--THOMAS TAYLOR, Allerton 
Hill, Windlesham, Surrey. 

The Rt. Hon. Lord WiGram, P.C., G.C.B., 
G.C.V.O., C.S.I., 62, Avenue Road, 
Regents Park, London, N.W.8. 

The Rt. Hon. Lord Wootton, P.C., C.H., 
D.L., LL.D., 68, Brook Street, London, 
W.1. 


LONDON & NORTH EASTERN 
RAILWAY 


Chairman: Sir RONALD W. MATTHEWS, 
Chairman’s Room, L.N.E.R., Marylebone 
Station, N.W.1. 

Deputy Chairman: WaALttTeR K. WHIGHAM, 
8, Crosby Square, London, E.C.3. 

Directors : 

The Rt. Hon. RALPH AsSHETON, M.P., Hall 
Foot, Clitheroe, Lancs. 

The Rt. Hon. Lorp BALFOUR OF BURLEIGH, 
71, Lombard Street, London, E.C.3. 

The Hon. Rupert E. Beckett, 22, Hyde Park 
Gardens, London, W.2. 


Hall, 
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A. H. Bissy, D.S.O., Martin’s Bank Building 
Water Street, Liverpool. 

The Rt. Hon. Lorp BuRGHLEY, K.C.M.G., 
Pilsgate House, Stamford, Lincs. 

The Hon. Eric B. BuTLER-HENDERSON, 
Faccombe Manor, Andover, Hants. 

Col. Wo. H. Carver, The Croft, North Cave, 
East Yorks. 

The Hon. Georrrey C. Gisss, 
Holwell Manor, Hatfield, Herts. 

Sir WittiAM Gray, Bt., Tunstall 
West Hartlepool. 

A. H. S. HiINCHLIFFE, 8, 
Manchester. 

GeorrrRey H. Kitson, Heron Court, Linton, 
near Wetherby, Yorks. 

ANDREW K. McCosu, Rochsoles, Airdrie. 

Col. Sir HAROLD P. Mircuect, Bt., Tulliallan 
Castle, Alloz. 

Lt.-Col. The Hon. A. C. Murray, C.M.G., 
D.S.O., An Cala, Isle of Seil, Argyll. 

Sir CHARLES H. Newton, Furzefield, East 
Grinstead, Sussex 

The Right Hon. Viscount RipLey, C.B.E., 
Blagdon, Seaton Burn, Northumberland. 

The Hon. W. Lestig RUNCIMAN, O.B.E., 
A.F.C., 4, Sussex Place, London, W.2. 

Bart., Philip- 


C.M.G., 
Manor, 


Chepstow Street, 


Sir SAMUEL STRANG STEEL, 
haugh, Selkirk, Scotland. 
FiTZHERBERT WRIGHT, Bridgewater House, 

Belton, Grantham. 


SOUTHERN RAILWAY 


Chairman: Col. Eric Gore Browne, D.S.O., 
O.B.E., T.D., A.D.C., Chairman’s Room, 
Waterloo Station, S.E.1. 

Deputy Chairman: Henry Brooke, 45, Red- 
ington Road, Hampstead, N.W.3. 

Directors 

Rt. Hon. Sir JOHN 
GSA; GELE., MAP., 4, 
Street, S.W.1. 

EVELYN BINGHAM BaRING, 8, Bishopsgate, 

ade J 


ANDERSON, G.C.B., 
Lord North 


toe 2 

Sir WILLIAM H. CLARK, G.C.M.G., K.C.S.L., 
** Binnbrook,”’ Grange Road, Cambridge. 

Rt. Hon. Lord Courtuorr, P.C., M.C., 
Whiligh, Wallcrouch, Sussex. 

Sir WILLIAM C. Currie, G.B.E., 122, Leaden- 
hall Street, E.C.3; and Dinton Hall, 
Aylesbury, Bucks. 

Sir Francis H. Dent, C.V.O., 56, Curzon 
Street, W.1. 

Rt. Hon. Lord Kennet, P.C., 
76, King William Street, E.C.4. 
Hon. CLive PEARSON, 47, Parliament Street, 

Westminster, S.W.1. 

Major ARTHUR HoRACE PENN, C.V.O., M.C., 
Buckingham Palace, S.W.1 ; and Stern- 
field House, Saxmundham, Suffolk. 

Rt. Hon. The Earl of RADNor, K.C.V.O., 
Longford Castle, Salisbury; and 4, 
Whitehall Court, S.W.1. 

Sir GeorGe E. Scuuster, K.C.S.1., K.C.M.G., 
C.B.E., M.C., 1-2, Great Winchester Street, 
E.C.2 ; and Nether Worton House, Middle 
Barton, Oxon. 

Sir JoHN E. THoRNycCROFT, K.B.E., Thorny- 
croft House, Smith Square. S.W.1, and 
Steyne, Bembridge, 1.0.W. 

Sir HERBERT A. WALKER, K.C.B., 9, Mares- 
field Gardens, N.W.3. 

Rt. Hon. Henry U. WiLtink, K.C., M.P., 
3, Essex Court, Temple, E.C.4. 

* * * 


G.B.E., 


COMPOSITION OF RAILWAY BOARDS 
The following table analyses the com- 
position of the boards of the four group 


railway companies according to social 
rank: 

Peers Baronets Knights Esqrs., Total 

etc. 

G.W.R. ... 3 2 4 8 17 
L.M.S.R.... 4 3 5 4 16 
L.MLE.R. ... 3 3 Ff 13 21 
S.R. 3 7 6 16 


Thus the most aristocratic railway board 
is the London Midland & Scottish, com- 
prising four peers, three baronets, and five 
knights out of a total of 16 directors. The 
most “untitled” board is the London & 
North Eastern; 13 of its 21 directors 
being esquires, etc. Six railway directors 
are also Members of Par’iament: G.W.R. 
two, L.M.S.R. one, L.N.E.R. one, Southern 
Railway two, 


December 26, 1947 








** Heathrow, and drive like mad!” 


[Reproduced by permission of the 
proprietors of ‘* Punch" 


* * * 


BRITISH RAILWAYS 
You do so well so quietly and long, 
We are astounded when a foot goes wrong. 
So few the funerals, so large the loads 
Would we could say the same about the roads ! 
Sir ALAN P. HERBERT in the ‘ Sunday Graphic ’ 


* * * 


100 YEARS AGO 


From THe RAILway TIMES, Dec, 25, 1847 


RLEANS and BORDEAUX RAILWAY 
COMPANY.— PAYMENT of INTEREST.— 
NOTICE is hereby given, that INTEREST for the half 
year ending 31st December inst., after the rate of 4 per cent 
er annum on the amount of capital called up (being thre 
rancs, or two shillings and fivepence per share), will be 
PAID on and after Saturday, Ist January ,next, on applica. 
tion at the offices of the Company, No. 5, Rue des Trois 
Fréres, Paris, and No. 2, Capel-court, London, between the 
hours of Eleven and Two o'clock. The certificates of shares 
must be presented at the offices to have the payment of 
interest ondareed thereon. : 
Forms for claiming the above will be supplied on appli- 
Cation, . i itn 
By order, 
CHARLES PONS, Secretary 
London, 2, Capel-court, December 20, 1847. 


* +. * 

New Year’s Eve 
Come, meditate with me awhile 
And on past glories ponder, 
Before we tackle the great stile 
That looms so fearsome yonder. 
Gone are the feuds of yester-year 
For inter-line preferment; 
Come, brothers, let a gentle tear 
Attend their sad interment. 
Remember how we wiped the floor 
With that pip-squeak* Carruthers, 
Who, in committee, would be sure 
To damn the schemes of others? 
Ah me! Those happy, by-gone days, 
Ere railway operation 
Was subject to the searching rays 
Of state predestination! 
The banishment of grand old names 
But makes our loss the sorer, 
And leaves us railway-men (and dames) 
Initially the poorer. 
For, north and south, and east and west, 
* Railwayacs”’ in their legions 
Must swap the labels they love best 
For unromantic *“ Regions.” 


But let’s forget the ache and sting, 
Nor aught of trouble borrow; 
We'll make the best of everything— 
Here’s “ Good Luck” to tomorrow! 
A 


(*Or Smith, or Jones, well—you ‘know 
who!) 
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THE RAILWAY CAZETTE 


OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


CANADA 
New C.P.R. Passenger Stock 
_ The first of 35 new C.P.R. day coaches, 
featuring reclining chairs, pastel-coloured 
finish, and lightweight construction, was 
inspected at Windsor Station, Montreal, 
recently, by Mr. William Manson. Vice- 
President, and other C.P.R. officials. 
Further vehicles will be delivered at the 
rate of one a week for four months. Each 
car is fitted with 68 Sleepy Hollow chairs, 
with adjustable backs and footrests. They 
are divided into smoking and non-smoking 
sections, with unusually wide observation- 
type windows. Each seat is fitted with 


individually-controlled lights, and a 
fluorescent system provides the general 
lighting of the car. ; 

The car frames were built by the 


National Stee! Car Company of Hamilton. 
Ont., and are being finished in the C.P.R 
Angus Shops in Montreal. All should be 
in service in about four months’ time. 
The coaches are considerably lighter than 
their predecessors, the approximate weight 
of each being 50 tons. 


UNITED STATES 


St. Louis—Kansas Streamliner 

A new daily streamline diesel train 
between St. Louis and Kansas City was 
inaugurated by the Wabash Railroad on 
November 26. The train is hauled by a 
2,000-h.p.  Electro-Motive diesel-electric 
unit. and consists of seven cars. It pro- 
vides 205 revenue-earning seats, and 104 
seats for passengers’ use in the smoking 
room, buffet, and lounge cars. The 
round trip from St. Louis to Kansas City 
and back is made daily, with times of 
5 hr. 20 min. westbound and 5 hr. 40 min. 
eastbound. 
_ Before the train entered public service, 
it was named “City of Kansas City” by 
General Omar N. Bradley, who, by press- 
ing a button on his desk in Washington, 
Operated remotely a “naming unit” in 
Kansas City. This acfion released a bottle 
containing mixed waters of the Mississippi, 
Missouri, and Grand Rivers. General 
Bradley’s home is at Moberly, Montana, 
which is on the route of the new train. 
The “City of Kansas City” is a com- 
panion service to the “City of St. Louis,” 
which operates between St. Louis, Kansas 
City, Denver, and the Pacific Coast. 


SOUTH AFRICA 


Improved Coaching Vehicles 

Complaints about passenger accommo- 
dation on trains and the overcrowding of 
compartments are likely to disappear when 
the new coaching stock, which is expected 
to arrive within a few months, is put into 
service. The greatest need on passenger 
trains is for more coupés. Forty saloons. 
censisting of coupés only, will soon be 
available. Each coach will have 11 
coupés, and it is intended to attach at 
least two of them to every long-distance 
train, which will then have about 50 
coupés. 

Altogether 245 saloons of an improved 
type are to be added to the present stock. 
A new method of springing will be used, 
and there will be special arrangements for 
Overcoming the rattling of compartment 
doors and windows. At present windows 
have to be either fully open or shut. In 


the new saloons it will be possible to open 
them to any desired degree. Passengers 
will be able to call stewards by a system 
of light indicators 

All first and second class saloons will 
be fitted with a hot and cold water service, 
and first class saloons will have shower 
rooms with hot and cold water. Drinking 
water tanks will be built into the saloons. 
The water will be cooled, and automatic 
machines will supply cardnoard cups. <A 
new type of mattress will ensure greater 
comfort, and compartment upholstery will 
be improved. 

Coaches on daylight trains will be on 
the lines of the present stock used on the 
Reef and other suburban services, but will 
be fitted with a reversible type of adjust- 
able aeroplane seat. These coaches also 
will be equipped with hot and cold water 
facilities in improved toilet compartments. 


RHODESIA 


Backing for West Coast Port Proposals 

Hitherto, the advocates of a west coast 
port and rail link for Rhodesia have been 
mainly non-railwaymen, and the idea al- 
ways has been opposed on economic 
grounds. Other considerations, however, 
are now receiving earnest thought, and the 
new General Manager of the Rhodesia 
Railways, Sir Arthur Griffin, speaking re- 
cently at a luncheon in Salisbury, expressed 
his personal view in favour of a west coast 
outlet, rather than incurring expenditure 
on railway connections within the Colony 
which would tend only to sterilise existing 


routes. He foresaw the export of coal, and 
possibly oil. from Wankie via the west 
coast. 


The Southern Rhodesia Minister of In- 
ternal Affairs, speaking in Bulawayo on 
the same day, said: “It is part of the 
Government’s policy to try to obtain a west 
coast port, and every possibie effort will 
be made in this direction, but the matter 
bristles with international difficulties and 
complications. The port of Beira, at the 
moment, is quite incapable of handling the 
increased traffic which we are entitled to 
expect. If we could secure an additional 
port. particularly on the west coast, it 
would be of invatuable assistance in de- 
veloping the colony.” 


INDIA & PAKISTAN 


Operating Economies in Pakistan 

Curtailment of the present train services, 
cuts in salaries, retrenchment of staff, and 
closing down of a few more wayside stations, 
are measures likely to be adopted by the 
Government of Pakistan for meeting the 
deficit expected in the first railway budget 
of the Dominion. About 50 stations have 
been closed already. 


New Site for Locomotive Works 

As a result of strong representations by 
the West Bengal Government, and in view 
of the proximity of Kanchrapara (25 miles 
north of Calcutta) te the Eastern Pakistan 
border, an assurance is reported to have 
been given, on behalf of the Railway 
Board, that the locomotive workshops in- 
tended to be located at Kanchrapara would 
be transferred to a suitable site within the 
province of West Bengal, where a cheap 
supply of materials and power will be 
available. It is understood that a site be- 


tween Raneegunje and Asansol, which is 
abou: 132 miles west of Calcutta and a 
notable coal area, is likely to be chosen. 
Provision for new locomotive manufac- 
turing plant at Kanchrapara was made in 
the 1947-48 railway budget, as reported 
in The Railway Gazette of March 14. 


Refugee Movement 

Refugee movement by rail is still re- 
ceiving top. priority on Indian and 
Pakistan railways. Recently some long- 
distance trains have run from Peshawar 
to Ambala, a distance of 474 miles, and 
cleared about 20,000 refugees. Refugee 
trains have been going to the help of foot 
columns, which had been exhausted by 
their long journeys. One such column 
entrained at Ludhiana and went to Pakistan 
on October 30. 

Railways of India and Pakistan hay> 
shown closer co-operation of late, with 


an increase in the number of refugees 
transported. On one day alone, 
October 31, three non-Muslim refugee 


trains, with 13.000 people from Pakistan, 
reached Amritsar in Indian territory; four 
refugee trains, carrying 15,000 Muslim 
refugees, passed through Amritsar; and 
two specials with 10,000 Muslims arrived 
at Ferozepore from Ludhiana en route to 
Pakistan. 


MALAYA 


Rolling Stock and Workshop Repairs 

To speed up rehabilitation of the rail- 
ways, delayed by material and other 
shortages, some 965 goods wagons of 
various types have been ordered from the 
United Kingdom. Some of the new 
wagons are arriving already, but the 
majority is not expected before the middle 
and latter part of next year. Meanwhile 
the railways are pressing forward with re- 
pairs of existing stock. Complete renewal 
of bodies is necessary in most cases, and to 
carry out this work the railways have pro- 
posed to give the work to outside con- 
tractors, instead of carrying it out at 
Sentul. 

“We have been forced to do this because 
of lack of covered workshop space, of 
seasoned timber and other materials, but 
above all because the call for wagons for 


traffic purposes is greater than we have 
ever experienced before,” Mr. W. F. 
Wegener. Chief Mechanical Engineer, 


Malayan Railways, told the Press recently. 
“If we can get the work done outside,” he 
continued, “ it will free our workshops for 
other urgent jobs.” 

The other urgent jobs include: rebuild- 
ing or repairing of the majority of the 
5,000-odd goods wagons left in Malaya at 
the end of the war; clearing up of huge 
quantities of débris left by Allied bombers 
after their attacks on Sentul in 1945; con- 
struction of needed workshop space. 
Débris_ clearing is being undertaken 
systematically. In Sentul it is estimated 
that thousands of tons of débris have been 
removed to enable rehabilitation of the 
damaged workshops to proceed; 50 per 
cent. of covered workshop space was 
wrecked during the Allied bombing raids 
in March, 1945. During the next twelve 
months some of the wrecked buildings will 
be rebuilt, and meanwhile a number of 
wooden temporary buildings have been 
erected. 

A bright feature of the railway re- 
habilitation problem is the fact that there 
are no shortages of machine tools and 
plant. They were ordered in London 
during the planning days preceding the 
reoccupation, and most of the workshops 
are now equipped with the latest tools. 
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THE RAILWAY GAZETTE 


The Further Development of the Franco Locomotive* 


Progress in Italy in the application of this 
effort to secure higher thermal efficiency 


S OME fourteen years ago we published 
an article entitled “A New Form of 
Articulated Sieam Locomotive,”’t in which 
the general principles of the Franco loco- 
motive were described. The basic idea 
was put forward in 1912 by the Italian 
engineer, Attilio Franco, and during 
1913-14, a design was worked out in Bel- 
gium by the Hainaud organisation, but 
ue to the war, the scheme had to be 
abandoned. The original design was an 
attempt to augment the power of a loco- 
motive, and to increase its thermal effi- 
ciency by providing twin boiler-barrels 
branching fore and aft from a large central 
firebox; the combustion gases after pass- 
ing through each barrel were led to dupli- 
cate cylindrical feed-water heaters (two 
above each boiler). The gases entered the 
heaters at the ends remote from the fire- 
box, and travelled back to a point above 
the firebox. T'ie true smokebox was 
located above the outer firebox casing, 
and was provided with twin chimneys 
through which the hot gases passed to the 
atmosphere. Under each boiler was a 
group of six-coupled wheels; a pony truck 
was provided at each of the outer ends, 
and there were two more in the middle, 
so that the wheel arrangement was 2-6-2 

2-6-2. 

The design was re-examined after the 
1914-18 war. and the firm of Franco 
Steam Locomotives Limited was formed, 
and took out several patents during 1925-7. 








JECALEMIT_ 
GREASE VALVE 





Articulated water joint 


The Société Anonyme Les Atéliers 
Métallurgiques constructed, in its Tubize 
locomotive workshops, the large experi- 
mental locomotive which formed the sub- 
ject of our previous article. This loco- 
motive was, so far as is known, the first 
to be constructed on the Franco principle, 
and underwent trials during the years 1932 
and 1933; it was a very large machine. and 
differed in many ways from the 1913-14 
project. There were now three articulated 
portions instead of two; the boiler was on 
the middle one, and again there were twin 


* Based on information contained in an article in 
Rivista Tecnica delle Ferrovie Italiane, 1939, vol. 55, 
p. 1, and L’Ingegnere (Milan), 1946, vol. 1, No. 2 
‘ tT Ay Railway Gazette, vol. 57, p. 666, December 
2, 193 





barrels leading fore and aft from a central 
firebox, but in this case the end units each 
carried an entire feed-water heater; the 
chimneys now were at the extreme outer 
ends. There were four groups of coupled 
wheels arranged so that each outer unit 
had a group of six-coupled wheels, and 
under the central boiler unit there were 
two groups of four-coupled wheels; there 
were, in addition, carrying wheels between 
each coupled group. Altogether, the loco- 
motive had twenty driving wheels, driven 
by eight cylinders, and there were ten 
carrying wheels. 


Novelty of Franco Principle 

The idea of raising thermal efficiency by 
heating locomotive feed-water was by no 
means new, but the novelty of the Franco 
principle was the attempt to arrange for 
separate zones of heat exchange, placed in 
series, to suit the different thermal grades 

xisting between hot gases and boiler feed. 
The water first to be heated receives its 
heat from the lowest-temperature gases, 
then takes it progressively from the por- 
tions of combustion gases which are at the 
higher temperatures and extracts it from 
exhaust steam. In ail cases the interchange 
of heat is performed against the direction 
of flow, as in “Contraflo ” condensers 
With this locomotive the products of com- 
bustion, during their passage ‘through the 
preheater, lose about 180° C. 

This locomotive required 


two firemen 























Union joint between locomotive and 
tender 


because the two boiler barrels were not 
arranged on the same longitudinal axis, 
and the firebox was in two portions, which 
had their firedoors at diagonally opposite 
corners. Large jointed ducts conveyed the 
hot gases from the steam-raising part of 
the boiler to the feed heater; and all joints 
between boiler and preheater were pro- 
vided with flexible connections. 

On a trial in Luxembourg in 1932, the 
Franco locomotive hauled trains of more 
than 1,200 metric tons on continuous 
gradients of 1:7 per cent. (1 in 59) at a 
speed of 28 km. per hr. (about 174 m.p.h.). 
It was considered that the behaviour of 
the engine during the trials was sufficiently 
satisfactory to allow work on it to pro- 
reed to the next stage, comprising the 
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Sectional elevation of boiler and preheater of converted locomotive Class 
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introduction of various improvements. It 
was thought that future Franco engines 
should be provided with only one firebox 
and preheater, instead of the twin type 
tried in Belgium, as it would simplify the 
construction. Furthermore, a non-articu- 
lated locomotive was to be used if pos- 
sible, or in exceptional circumstances two 
articulated driving units might be used. 

At this stage the Italian State Railways 
became interested in the possibilities of 
the Franco locomotive; accordingly it was 
decided to convert one of the six-coupled 
locomotives of the “670” cla:s to the 
Franco principle, because this design, due 
to its unusual layout, offered certain ad- 
vantages. These locomotives were built 
to run cab first, and the tender was merely 
a water tank travelling immediately after 
the boiler. A bogie was located under the 
cab, and a group of six-coupled wheels 
under the boiler; fuel was carried in a 
bunker on the fireman’s side of the fire- 
box. It was particularly convenient to 
have the tender trailing after the smoke- 
box in this type, as the tender could be 
used as the chassis to carry the preheater, 
and was adjacent to the smokebox. 


Results of Trials 

Trials of the locomotive rebuilt to the 
Franco system against one of the original 
engines showed that: — 

(1) The boiler efficiency. normally 70-71 
per cent., was 80 per cent. in the Franco 
locomotive; 

(2) the fuel economy, as compared with 
the normal engine, was 17°8 per cent. at 
70 m.p.h. and 14°5 per cent. at 80 km. p.h.; 

(3) the articulated connections were 
satisfactory; 

(4) although the weight was greater than 
an ordinary locomotive, so also was the 
power, thus the power/weight ratio pre- 
sumably would be unchanged. 

A brake locomotive was used for the 
early trials, which were followed by satis- 
factory test runs on fast trains on the 
Bologna-Piacenza line (147 km.) and trials 
at rated speeds of 70 and 80 km. p-h. were 
carried out on the flat Bologna-Ancona 
line (204 km.). Records were taken of the 
power excited at the drawbar, and the con- 
sumptions of fuel and water were recorded. 
as well as the analy:is of the smokebox 
gases. The Franco locomotive showed the 
remarkably low average fuel consumption 
of 1:01 kg. per drawbar h.p.-hr., using 
Ruhr “ gros-criblé” coal, with a calorific 
value of 8,466 cal. per kg. The fuel 
economy due to the use of the Franco 
locomotive is about 22:2 per cent. 

Proof that the trial results obtained with 
this locomotive were satisfactory was pro- 
vided when the State Railways administra- 
tion ordered the conversion of five loco- 
motives of an existing standard 2-6-2 type 
(Class “* 685’) and five of a standard 2-8-0 
type (Class “ 740”) to the Franco system. 
These conversions, which embodied vari- 
ous improvements suggested by the experi- 
ence gained with the earlier “670” class 
locomotive, were carried out at the end of 
1940; the developments of the war pre- 
cluded the further extension of the Franco 
system. 

All these ten rebuilt locomotives are 
in service, and during the past five years 
their working costs have been studied; 
it is claimed that their performances have 
been above all expectations. 

In these locomotives, the feed-water 
heater is arranged differently from that in 
the earlier “670” class engine; the 
original boiler barrel is shortened and a 
modified disposition of smoke tubes is in- 

cluded. The hot-gas preheater is dupli- 
cated and is arranged alongside the boiler 
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barrel; it is set on a slope, with the rear 
end lower than the leading end; the chim- 
neys are in duplicate also, and discharge 
above the rear portion of the boiler 
barrel. 

At the Venice depot, observations made 
on the running of Franco 2-6-2 locomotives 
from February, 1941, to September, 1943, 
showed an average fuel economy of 18°93 
per cent., compared with ordinary loco- 
motives on the same service. The results 
are considered the more remarkable, as 
the ordinary locomotives have Knorr ex- 
haust steam feed-heaters Which themselves 
effect an economy of not less than 6 per 
cent. in fuel consumption. 


Further Franco Locomotives 

Designs have now been prepared for 
further Franco locomotive types; these are 
to be constructed in Italy, so avoiding the 
import of locomotives from abroad and 
providing employment for Italian work- 
people. The new types are of the 2-8-0 
and 2-8-2 wheel arrangements; there are 
two varieties of the 2-8-0, one of which 
is a good deal larger than the other, with 


larger wheels also, and Caprotti valve 
gear. 
Schemes are in preparation for the 


construction or conversion of locomotives 
of the Garratt, Golwé, or Mallet types to 
the Franco system. A large articulated 
locomotive, with two groups of ten- 
coupled wheels, and an atmospheric con- 
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LEADING ee OF ITALIAN STATE RAILWAYS LOCOMOTIVES BEFORE AND 
AFTER a TO THE FRANCO SYSTEM 


4-6-0, Class ‘* 670 ”’ 
Before After 
| conversion | conversion | 
| 
Cylinders, high-pressure, dia. 144 in. 144 in. 
low-pressure, dia 23% in. 234 in. 
stroke . 26 in. 26 in. 
Driving wheels, dia. | 6 ft. 3$in. 6 fe. 34 in. 
Working pressure, |b. per 
sq. in. : 199 199 
Normal hourly steam pro- 
duction, |b. ‘ 17,600 19,140 
Fire tubes (no. and dia.) (14, IZin.) = (79, IZ in.) 
Superheater flues (no. and 
dia.) a sey .» (120, 24 in.) (28, Sin.) 
Heating surface : 
Firebox, sq. ft. me 128 122 
Tubes and flues, sq. ft. 1,379 954 
Total evaporative sur- 
face, sq. ft. ‘ 1,507 1,076 
Superheater surface, sq. ft. 778 518 
Combined heating sur- 
face, sq. ft. ; ‘ 2,285 1,594 
Grate area, sq. ft. 32-2 32°2 
Weight (in working order) : 
Adhesion .. 47-1 45:9 
Total - 105-1 120-4 
Fuel capacity, tons 4 4 
Water capacity, gal. ... 6,000 6,900 


denser, has been planned for the railways 
of the U.S.S.R. It has been decided not 
to continue the triple-unit type tried in 
Belgium in 1932, as the Garratt type 


Southern Railway Staff College Curriculum 


N January 10, 1947, the new Southern 
Railway Staff Training College at 
Gorse Hill, Woking, was opened by the 
Chairman of the company, Colonel Eric 
Gore Browne (see our January 17, 1947, 
issue). Since that date 14 residential 
courses have been held, covering various 
aspects of the work of the Traffic, Chief 
Civil Engineer’s, and Docks & Marine 
Departments, together with an_ inter- 
departmental course on staff matters run 
under the auspices of the Chief Officer 
for Labour & Establishment. In all, 267 
students have passed through the college 
since the opening date. The wide scope 
of the instruction given may be gauged 
by the following syllabus:— 


TRAFFIC DEPARTMENT 

Control (3 Courses of 4 weeks each). 
Signalling and Rules & Regulations (with 
special reference to emergency working). 

Preparation of timetables and _ rolling 
stock distribution. 

Special traffic arrangements and roster- 
ing of train crews and motive power. 

Development and detailed operation of 
control on the Southern Railway. 

Commercial (3 courses of 4 weeks each). 
—Station Accounting (passengers, parcels, 
and goods). 

Passenger fares and ticket availability 
and conditions of issue. 

Merchandise by passenger and freight 
train; rates, charges, conditions of carriage. 

Claims prevention and procedure. 

General station management. 

Station Supervisors (3 courses of 2 
weeks each).—General station working, in- 
cluding staff arrangements; signalling re- 
vision with special reference to emergency 
working; accounts; cartage, claims and 
their prevention; and public relations and 
contact work. 


CHIEF CiviL ENGINEER’S DEPARTMENT 


Permanent Way Supervisors (2 courses 
of 2 weeks each).—Permanent way mainten- 


ance and renewals, including installation 
of pre-assembled track and use of mechan- 
ical appliances. 

Stock keeping, accounting, and general 
office routine. 

Clerical Staff (1 course of 4 weeks).— 
Organisation and functions of depart- 
ment, and a general review of the work 
of the technical staff. 

Staff arrangements, including conditions 
of service, negotiating machinery, and pay. 

Accounting arrangements, covering all 
stages from initial documents to published 
accounts. 

Stock recording, accounting, and general 
office routine. 


Docks & MARINE DEPARTMENT 
Clerical Staff (1 course of 4 weeks).— 
Organisation and functions of department 
and a general review of the work (indoor 
and outdoor) of each section and of the 
differences in traffic and procedure at the 
various ports controlled. 


LABOUR & ESTABLISHMENT 

1 course of 2 weeks.—Negotiating 
machinery and_ discipline. Promotion 
schemes and recruitment. Pay procedure, 
insurance and pensions. Staff relations 
and industrial psychology. 

During the courses the students have 
had an intensive series of lectures, coupled 
with visits to points of interest so that the 
practical application of matters dealt with 
in the classroom could be demonstrated, 
The college has been visited during the 
year by senior officers of the L.N.E.R. 
and L.M.S.R. and officials from the Nether- 
lands and Swedish railways, who have been 
interested to see the provision made by 
the Southern Railway for the special 
training of the staff. 

During the week-end October 25-26, 
16 members of the Railway Students’ Asso- 
ciation of the London School of Economics 
(University of London) stayed at the college 
for a conference, which took the form of 


DEPARTMENT 


2-6-2, Class 685°" | 2-8-0, Class ‘740 "’ 
Before After Before After 
conversion conversion conversion conversion 
16} in. 164 in. Zid ine 214 in. 
26 in. 26in. 274 in. 274 in. 
6 ft. lin. 6 ft. Lin. 4 ft. 6in. 4ft.6in. 
171 171 171 171 
22,440 400 17,820 21,340 
(171, 13 in.) (97, Orin.) (137, 1g in.) (80, 13 in.) 
(24, 5 in.) 35, Sin.) (21, Sin.) (28, 5 in.) 
142 142 129 129 
1,922 1,192 1,514 958 
2,064 1,334 1,643 1,087 
587 588 443 473 
2,951 1,922 2,086 1,560 
37-5 37-5 30:1 30-1 
47-6 52:8 57-5 62-4 
73-5 79:1 67-9 73:0 
6 5 6 6 
5,940 5,940 5,920 5,920 


already fulfils the same conditions (a flex- 
ible wheelbase and low weight distribution 
per foot run of the rail) with greater sim- 
plicity. 


a discussion under the leadership of Mr. 
M. A. Cameron (Assistant Passenger 
Manager, Southern Area, L.N.E.R.). 

A very close interest has been shown 
in the college by the chief officers of the 
Southern Railway and their assistants, 
and on many occasions they have dined 
with the students and spent an informal 
evening with them, while formal evening 
lectures were given by the Chairman 
(Colonel Eric Gore Browne) on “The 
Middle East”; the Traffic Manager (Mr. 
R. M. T. Richards) on “South Africa” 
the Chief Electrical Engineer (Mr. C. M. 
Cock) on “India”; and the Public Rela- 
tions & Advertising Officer (Mr. C. 
Grasemann) on “ Salesmanship.” 

The programme for 1948 provides for 
15 courses covering the same ground as 
this year, with the addition of courses on 
the work of the Chief Accountant’s and 
Continental Departments. 


L.M.S.R, PLANS TO HASTEN WAGON RE- 
PAIRS.—As part of the national campaign 
to make more goods wagons available. the 
L.M.S.R. is opening a series of subsidiary 
repair depots wherever suitable accommo- 
dation and labour are available. Eleven 
such local depots so far opened are:— 

Devons Road, Bow (London, E.), Brecon 
Road, Brynmawr, Northampton (Down 
Siding), Chellaston (Derby), Cheadle Village, 
Harrington Junction (Cumberland), Patricroft 
(Manchester), West Bridge (Leicester), Sheffield 
City, and Walsall. 

In addition. mobile repair squads are 
visiting suitable sites in order to undertake 
on the spot light repairs to crippled wagons 
stowed temporarily, and thereby avoid 
such wagons having to be hauled to the 
repair shops. During the fortnight ended 
November 8, no fewer than 42,653 railway- 
owned wagons were repaired in L.M.S.R. 
shops and traffic sidings—the highest figure 
attained in two weeks since special records 
were first kept in August, 1941. L.M.S.R. 
staff also repaired 5,094 privately-owned 
(requisitioned) wagons the same fortnight. 
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Repairs to Strangford Viaduct, G.W.R. 


Encasement of piers in concrete and replacement of two central 
spans by a single 91-ft. span after damage by floods last March 


THE Wye Valley, so long famed as a 
beauty spot served by the G.W.R., 
ittained a certain notoriety in March when 
the river rose to a height of 17 fit. 6 in. 
above the normal summer level, within 
4 in. of the 1795 record, and washed out 
a pier of Strangford Viaduct, dropping 
two spans of the superstructure into the 
floods. 
The single line from Ross-on-Wye to 


‘ 


side is about 1 ft. 8 in. Here the topo- 
graphy is such that on a falling flood, 
in addition to a rapid main stream within 
the river channel, flood water runs along 
the upstream toe of the railway bank on 
each side of the river, and enters the main 
stream at right angles. 

The mishap occurred late at night, and 
efficient action on the part of the Fawley 
signalman gave proper protection to traffic. 
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It was, therefore, decided not to rebuild 
the central pier but. instead, to substitute 
a new single span of 91 ft. 6 in. overall, 
and to strengthen the two piers adjoining 
the wet gap to support it. Their founda- 
tions were on sandstone rock just below 
the bed of the river, but protection against 
future possible scour was provided by leav- 
ing in the steel piling which was driven 
very hard before being cut off just above 
the top of the foundation concrete. It 
was also decided to encase these two piers 
in reinforced concrete. The casing is 
2 ft. 6 in. thick on the out-river side, and 
12 in. thick inshore; there is a minimum 
cover of 4 in. to all reinforcement, which 





The viaduct after the floods had washed out the central pier 


Hereford crosses the river by three via- 
ducts, the central one being Strangford 
Viaduct, near Fawley Station. It consisted 
originally of six 46-ft. deck spans of 
wrought iron plate girders 6 ft. deep and 
spaced at 9-ft. centres, carrying transverse 
trough decking 5 in. deep. The viaduct is 
on a 62-ch. rad. curve and is on a slight 
skew so that the lead of the girders on one 
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72-6’ LAUNCHING NOSE 


Investigation of the bed of the river during 
repair work revealed a scour in the 
vicinity of the upstream cutwater, due to 
the extraordinary speed and volume of the 
flood waters. 

A simple trial in the river bed showed 
that it was too hard for a piled founda- 
tion; and, in addition, it was desirable to 
improve the flow in the central channel. 


is } in. dia., both vertical and horizontal. 
A further decision was to give these piers 
streamline cutwaters both upstream and 
downstream. A war emergency stock span 
was altered to suit the skew of the viaduct 
piers, and was converted from a through 
to a deck span. 

The hanging permanent way and the 
old decking and cross-bracings were first 
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Stages in launching new main girders, and arrangement of cranes 
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removed, and the main girders lowered 
and hauled ashore by a winch, a crane 
taking the weight at one end during the 
movement inshore. A _ coffer dam_ of 
Larssen No. 2 sheet piling was then driven 
with a No. 7 McKiernan Terry hammer 
round each of the piers to be encased. 
This allowed excavation to proceed to a 
suitable level for the foundations of the 
pier strengthening, which comprised con- 
crete with vertical and horizontal re- 
inforcement. 

It also was decided to grout the piers, 
as the hearting of these was found to 
contain many voids. 

Steel shuttering was used for the con- 
crete work, except for the curved cut- 
waters, where timber was necessary. New 
caps were provided on each pier to spread 
the load over the old and new work, the 
adjacent superstructures being supported 
temporarily on short struts. After the 
encasement work was completed, the sheet 
piling was cut by the electric arc process 
under water at the level of the top of the 
concrete foundation. 
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Erection of the new span was by 
launching. The main girders were con- 
signed to Backney Siding, about half-a- 
mile from the site, and were braced as a 
square span at 5 ft. 2 in. centres, They 
were loaded thus by crane on to a pair of 
“Pollen B” wagons, and the launching 
nose and tail girders were added. The 
nose was a standard 52 ft. 6 in. W.D. 
section, as used during the war for the 
Unit Construction Railway Bridge, but 
lengthened by a 20 ft. make-up section to 
suit the new span. The overall length of 
this load was 183 ft. 3 in.. and its weight 
85 tons. 

Using as a runner a “ Rectank” wagon 
specially fitted with screw couplings, the 
load was propelled by engine to the rail- 
head. It was positioned finally by winch, 
and a series of jacking operations allowed 
the “Pollens” to be replaced by W.D. 
iaunching trollies. A kentledge of scrap 
rails, bundled to fit between the tail 
girders with two lifts by the crane, was 
added; the preventer tackle was coupled 
up, and the launching of the total 103 tons 


New Electric Dump Truck 


A battery type designed for easy handling of loose materials and fitted 
with special safety devices and safeguards against careless handling 





A NEW type of electrically driven dump 
truck, which consists of a 1-ton 
“ Electricar” flat-deck industrial truck 
mounting a 15-cwt. side-tipping hopper held 
in position by six J bolts, has been placed 
on the market by Crompton Parkinson 
Limited, Astor House, Aldwych, W.C.2. 

Experience has shown that for short- 
distance haulage the electric battery truck 
has the major advantages of low running 
costs, long life, simple maintenance, and 
easy handling. The low running costs 
are due to the small amount of electri- 
city required to charge the battery, and the 
general robustness of the mechanical and 
electrical parts which makes the truck 
capable of continuous heavy duty with 
low maintenance charges. 

Easy handling is ensured by the sim- 
plicity and reliability of electric drive and 
control plus special fool-proof features. 
The brake is spring-loaded to be “on” 
when the pedal is not being depressed by 
the driver’s foot. During operation, if the 
driver lifts his foot or leaves the driving plat- 


form, the brake is applied and the current 
cut off automatically. 

Another safeguard against careless hand- 
ling is an arrangement which ensures that 
the truck cannot be started when the speed 
controller is in any forward or reverse run- 
ning position. This means that after the 
brake has been applied the truck cannot 
be restarted until the controller handle is 
returned to the neutral position. Without 
this safeguard, an attempt to start the truck 
with the controller in the full speed running 
position would impose severe stress on the 
motor and transmission. 

Fully loaded, the truck will do 16 miles 
at 4°6 m.p.h., equivalent to 3-7 hr. of con- 
tinuous running, on one charge of the bat- 
tery, and it will tackle a gradient of 1 in 7. 
Unloaded, the top speed is 6:2 m.p.h., and 
the mileage 38 per charge, running continu- 
ously for 6 hr. On the basis of these 
figures, a truck working over a given dis- 
tance with a full load and returning empty, 
will cover approximately 27 miles in a run- 
ning time of about 4°85 hr. 
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began. The whole operation was carried 
out on trollies, and by successive jacking 
of the load and fleeting back of the trol- 
lies, the total required launch of 100 ft. 
was obtained. 

W.D. light steel trestling material was 
used to support the new span at its launch- 
ing height during removal of nose and tail 
and of bracings between- girders. From 
this position the main girders were landed 
on to their final bearings at 7 ft. 6 in. 
centres by cranes, after which was added 
the fleor, consisting of B.S. beams at 
2 ft. 8 in. centres, carrying 6-in. timber 
decking with cross-sleeper road. 

The work was carried out under jhe 
direction of the company’s Chief Engincer, 
Mr. A. S. Quartermaine, whose Assistant, 
Mr. A. N. Butland, O.B.E., A.M.LC.E., 
acted as Resident Engineer. The con- 
tractors were Holloway Bros. (London) 
Ltd.; the Fairfield Shipbuilding & Engin- 
eering Co. Ltd. (for alterations to steel- 
work); and London Marine  Salvors 
Limited (under-water cutting of the old 
main girders, and of the piling). 


These values assume continuous running, 
but in practice they will be affected by the 
short time required to reach full speed, and 
the proportion of this time to total run- 
ning time. As top speed is attained very 
quickly with long runs between stops, the 
total mileage and running time will approxi- 
mate to the continuous running values, but 
as the distance between stops decreases, the 
total mileage will decrease, and the total 
running time increase. 

With short runs, however, the proportion 
of standing time to running time is greatly 
increased, so that usually under these con- 
ditions the truck is capable of a full work- 
ing day’s service on one charge. To pro- 
vide for continuous operations a spare bat- 
tery can be used and the battery housing 
arranged to permit quick interchange. 

The truck is suitable for working in con- 
gested areas. It has a wheelbase of 3 ft. 
11 in., an overall length of 8 ft. 1 in., an 
overall width of 3 ft., and a turning circle 
radius to outer corner of 9 ft, 3 in. It will 
turn from a gangway 6 ft. wide into an- 
other of the same width at right angles. 


LONDON FIRM TO INVESTIGATE QUEENS 
LAND COAL RESOURCES.—Reuters report 
from Brisbane that a Bill, authorising a 
London firm to proceed with a £9,600,000 
plan to develop a coalfield at Blair Athol, 
in Central West Queensland, was presented 
to the Queensland Parliament on Decem- 
ber 3. Mr. Edward M. Hanlon, Premier of 
Queensland, introduced the Bill to permit 
Electrical Supply Corporation (Overseas) 
Limited to proceed with the construction 
of a railway from Blair Athol to the coast 
—over 130 miles away—and pay the costs 
of creating harbour facilities for the ex- 
port of coal. The company will aim to 
produce at least 2.000.000 tons of coal a 
year for export. The Bill provides that 
after 50 years the undertaking becomes 
Crown property. On November 19 Mr. 
Hanlon announced that his Government 
had completed an agreement under which 
Powell Duffryn Technical Services Limited, 
a subsidiary of the Powell Duffryn coal 
group, would assess the quality and quan- 
tity of the State’s coal resources and make 
recommendations for their development. 
The opencast mine at Blair Athol, where 
some of the coal is only 27 ft. beneath the 
surface, has proven reserves of 400 million 
tons in seams 60 to 80 ft. thick. 
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Repairs to Strangford Viaduct, G.W.R. 
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Driving a coffer dam round one of the piers to be encased in reinforced concrete 
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The new span after completion of the 100-ft. launch 
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Repairs to Strangford Viaduct, G.W.R. 
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With the main girders in position, the work is completed by adding the floor of timber decking, with 
cross-sleeper road 
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RAILWAY 


PERSONAL 


Mr. L. F. Rowlandson (formerly Super- 
intendent of Organisation & Staff. 
L.M.S.R.), who has been Master of the 
British Railways Officers’ Guild since its 
inception in August, 1945, has been re- 
elected to that position for 1948. 


Mr. R. A. P. Setterfield, who is retiring 
from the position of Manager of the 
Hotels & Catering Department, Great 
Western Railway, began his career as an 
apprentice at the Grand Hotel, Tunbridge 
Wells, and in 1907 obtained an appoint- 
ment on the Great Eastern Railway 
as Assistant Superintendent at the 
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hampstead; and the Fishguard Bay; as well 
as the recently-acquired Grand Pump 
Room Hotel, Bath, at present being re- 
constructed. The company operates up- 
wards of 100 refreshment rooms and 40 
kiosks. The Hotels & Catering Depart- 
ment also operates a number of snack bars 
and staff canteens. Restaurant and buffet 
cars run on 64 trains, comprising 23 
kitchen cars, 14 twin-car sets, 85 restaurant 
cars and 12 buffet cars. 


Mr. William P. Keith, Assistant to Hotels 
& Catering Manager, Great Western Rail- 
way, who has been appointed to succeed 
Mr. R.A. P. Setterfield as Manager, Hotels 
& Catering Department, was born in Edin- 





Mr. R. A. P. Setterfield 


Manager, Hotels & Catering Department, 
G.W.R., 1936-47 


6-4 

Great Eastern Hotel, Liverpool Street. 
During 1908 and 1909 he gained Con- 
tinental experience as maitre dhdétel 


at the Hotel de Bayonne, Bordeaux; and 
thereafter he held successive appointments 
as Superintendent, Abercorn Rooms, Lon- 
don; Assistant Manager, Midland Hotel, 
Birmingham; and _ Assistant Manager, 
Bailey’s Hotel, London. During 1912-15 
Mr. Setterfield was Manager of the 
Exchange Station Hotel, Liverpool, and in 
that position was partly responsible for 
supervision of the Lancashire & Yorkshire 
Railway restaurant cars and refreshment 
rooms. In 1915 he joined the Cunard 
Steam Ship Co. Ltd., and for the first eight 
years was Deputy Catering Superintendent, 
and for the remainder of his service with 
the company was Chief Superintending 
Caterer. Mr. Setterfield was largely re- 
sponsible for the introduction of restaurant 
service in all liners instead of the former 
table d’héte system of meals. His last 
responsibility in the Cunard White Star 
service was the preparation and supervision 
of the “ hotel’ arrangements on the Queen 
Mary. In 1936 Mr. Setterfield left the 
Cunard Company to take up the appoint- 
ment of Manager, Hotels & Catering 
Department, Great Western Railway. He 
has been Chairman of the R.E.C. Catering 
Committee since January, 1945. The Great 
Western Railway owns a number of hotels, 
including the Great Western Royal Hotel, 
Paddington; others are the Tregenna 
Castle, St. Ives; Manor House, Moreton- 


Mr. W. P. Keith 


Appointed Manager, Hotels 
Department, G.W. 


& Catering 

R. 

burgh in 1896 and educated at George 
Heriot’s. He joined the Savoy Hotel 
Limited, London, in 1913 as a junior in 
the Secretary’s Office, and was with that 
company for nineteen years, except for 
four years during the 1914-18 war, when 
he served with the Ist Battalion, London 
Scottish. He obtained an insight into all 
branches of the business, and as part of 
his training worked for a season at the 
Normandy Hotel, Deauville. Mr. Keith 
held the post of Assistant Manager for the 
last few years he was with the Savoy 
company. He left the Savoy in 1932 to 
take over the management of the Royal 
British Hotel, Edinburgh, where he re- 
mained until he joined the L.M.S.R. Hotel 
Services in November, 1933; he first man- 
aged the Midland Hotel, Derby, and was 
transferred to the Euston Hotel as Manager 
in December, 1934. In August, 1935, he 
was appointed Assistant Hotels Control- 
ler for the Southern Area, when he be- 
came responsible for the hotels and re- 
freshment rooms in that area and the 
restaurant cars for the whole system. In 
March, 1937, areas were abolished, and 
he was appointed Assistant to the Hotel 
Controller for inspection, etc. In June, 
1938, Mr. Keith was appointed General 
Superintendent of Restaurant Car Services. 
In 1945 he was appointed Assistant to the 
Chief Hotels Superintendent, which posi- 
tion he held until joining the Great Wes- 
tern Railway in July last as Assistant to 
Hotels & Catering Manager. 
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NEWS SECTION 


Mr. C. N. Gallie (lately General Secre- 
tary, Railway Clerks’ Association) has 
been appointed Chairman of the Southern 
Regional Board for Industry. 





Mr. Shirley H. James, M.Inst.T., Per- 
sonal Assistant to the General Manager of 
Pickfords Limited, who, as recorded in our 
December 5 issue, retired on November 30, 
served an apprenticeship with a firm of elec- 
trical engineers and later worked in London 
and in Germany with the optical business 
of Carl Zeiss. He subsequently joined the 
Franco-American Food Company in the 
U.S.A. He then entered the service of the 
Swiss Federal Railways, on the staff of 
which he spent six years, in Switzerland, in 





Mr. Shirley James 


Personal Assistant to the General Manager, 
Pickfords Limited, who has retired 


London, and in New York, where he was 
in charge of the U.S. agency. Mr. James 
subsequently joined Dean & Dawson 
Limited, but after two years opened his 
own business in Regent Street, London, 
in conjunction with the Dorland Agency, 
known as “ Inter Travel.” During the war 
of 1914-18 he served in Mesopotamia, and 
after demobilisation entered the service of 
Pickfords Limited as Passenger Manager. 
More recently he has served as Personal 
Assistant to the General Manager of that 
company. Mr. James has travelled in 
Australia, New Zealand, India, Persia, 
Iraq, Egypt, Africa, South America and 
elsewhere, as well as having visited the 
U.S.A. forty-two times. He has person- 
ally booked thousands of clients and com- 
pletely operated their tours all over the 
world. He secured and operated what was 
perhaps the largest tour which’ ever 
travelled round the world, consisting of 320 
members of the British Medical Associa- 
tion and their wives. Mr. James is remain- 
ing a Director of London Coastal Coaches 
Limited, a firm which had its origin in six 
motor coaches which he commenced run- 
ning to various seaside resorts about 1920. 
In addition he is contemplating the inau- 
guration of a tourist business of his own. 
Mr. James is a former Member of Council 
of the Institute of Transport, was Chair- 
man for a number of years of the Creative 
Tourist Agents’ Conference, and was one of 
the founders of the Travel Luncheon Club. 
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The Rt. Hon, Viscount Portal of Laver- 
stoke, P.C., D.S.0., M.V.O., Chairman of 
the Great Western Railway Company 
since March, 1945, joined the board of 
that company in 1927. He resigned his 
Directorship in September, 1940, on his 
appointment as an additional Parliamentary 
Secretary to the Ministry of Supply, but 
rejoined the board in November, 1944, 
after he had relinquished his later position 
as Minister of Works. Lord Portal was 
born on April 9 1885, the eldest son of 
the late Sir W. W. Portal, 2nd Baronet, 
at one time Deputy-Chairman of the 
L.S.W.R., and was educated at Eton and 
at Christ Church, Oxford. During the 
1914-18 war he served with the Life 
Guards; he won the D.S.O. at Passchen- 
daele. Lord Portal has held a number of 
public offices. He was an additional Par- 
liamentary Secretary to the Ministry of 
Supply from 1940 ‘to 1942, and was 
Minister of Works from 1942 to 1944, 
When he joined the board of the G.W.R. 
in 1927 he took an active part, especially, 
in connection with fhe schemes for the 
rehabilitation of the South Wales Special 
Area. He was also made Chief Industrial 
Adviser to the Government for the four 
Special Areas; he was Chairman of the 
Treasury Fund, Special Areas Reconstruc- 
tion Association Limited, and one of the 
Nuffield Trustees. Lord Portal, who was 
created a Baron in 1935 and a Viscount in 
1945, is President of Portals Limited, his 
own family business, which makes the 
banknote paper for this and many other 
countries, and which has been in existence 
for 236 years. 





Sir Robert Abraham Burrows, J.P., 
Chairman of the London Midland & Scot- 
tish Railway Company since March, 1946, 
was born on March 17, 1884, and was 
educated at Leys School, Cambridge. After 
some early business experience he began 
working in 1904 with Fletcher, Burrows & 
Co. Ltd., a concern which later became part 
of Manchester Collieries Limited. He is 
Chairman of Lancashire Associated Col- 
lieries, and of Manchester Collieries 
Limited. He became a Director of the 
L.M.S.R. in December, 1937, a Deputy- 
Chairman in March, 1940, and Chairman 
in March, 1946. He is also Chairman of 
the Dundalk, Newry & Greenore Railway 
Company, and a Director of other com- 
panies. Sir Robert Burrows was one of 
the founders of the Lancashire & Cheshire 
Coal Research Association in 1918, and 
became its first President, from 1918 to 
1928. He was a member of the Fuel Re- 
search Board from 1923 to 1927, and is a 
Past Vice-President of the Institute of Fuel. 
For some years before the King’s acces- 
sion. he co-operated in running the Duke of 
York’s Boys’ Camp. He was knighted in 
1937, and is an Officer of the Order of St. 
John of Jerusalem. 





Sir Ronald Wilfred Matthews, J.P., 
Chairman of the London & North Eastern 
Railway Company since 1938. was born 
on June 25, 1885, and was educated at 


Eton. He joined the family business of 
Turton Bros. & Matthews Limited, of 
which he is now Managing Director. 


During the 1914-18 war he served in Bel- 
gium and France with the Sth King’s 
Own Yorkshire Light Infantry, attaining 
the rank of Captain. In 1922, at the age 
of 37, he was elected Master Cutler of 
Sheffield, and was the youngest holder 
of that office in the history of the com- 
pany. Sir Ronald Matthews joined the 
board of the L.N.E.R. in 1929, and sub- 
sequently became Chairman of the Stores 
Committee, and of the Southern Area 
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board, before becoming Chairman of the 
company in 1938. He is Chairman of the 
Brush Electrical Engineering Co. Ltd., 
General Refractories Limited and Redif- 
fusion Limited, and a Director of the 
Sheffield & South Yorkshire Navigation 
Company, Thos. Cook & Son Ltd., and 
other companies. He was President of the 
Association of British Chambers of Com- 
merce, 1940-42. He was knighted in 
1934, and is a Commander of the Order of 
St. John of Jerusalem. 





D.S.O., 
of the 


Colonel Eric Gore Browne, 
O.B.E., T.D., A.D.C., Chairman 
Southern Railway Company since 1944, 
was born in October, 1885, and was 
educated at Malvern College and Wor- 
cester College, Oxford. He was called to the 
Bar at the Inner Temple in 1909. He 
served during the war of 1914-18 with the 
London Regiment, and was awarded the 
Croix de Guerre and the Distinguished 
Service Order, and was mentioned in dis- 
patches three times; and subsequently he 
was on the staff of the XVth Corps ind 
Genera! Headquarters in France. He was 
demobilised in 1919, but joined a Terri- 
torial regiment, the Leicestershire Yeo- 
manry (Prince Albert’s Own), which he 
commanded from 1933 to 1938. In 1939 
he was mobilised for war service, and held 
various staff appointments in England 
until called on to return to Glyn Mills & 
Company, which banking house he had 
entered in 1919, and of which he is now 
a Director, and lately Chairman. Colonel 
Gore Browne joined the board of the 
Southern Railway Company in 1930, and 
was elected Deputy-Chairman some 
thirteen years ago, and Chairman in 1944. 
He is a Director of Alexanders Discount 
Co. Ltd., Gallaher Limited, the Provident 
Mutual Life Assurance Association and 
other companies. and Chairman of the 
London committee of the Ottoman Bank. 


He is an A.D.C. to the King. He was 
Rubber Controller, Ministry of Supply, 
1943-44. 

Mr. Charles E. Lee, C.I.Mar.E.. 


M.Inst.T., has accepted the invitation of 
the council of the Omnibus Society to be 
President of the Society for the 1947-48 
session. Mr. Lee is Associate Editor of 
The Railway Gazette. 





Mr. A. L. Castleman, who retired at the 
end of 1946 from the position of Dis- 
trict Goods Manager, London, L.M.S.R., 
is now Chairman of Aviagents Limited, 
air freight, passage and insurance brokers, 
of 102, Mount Street, London. W.1. 

We regret to record the death on De- 
cember 10. at the age of 64, of Mr. Francis 
Robin Wix, A.M.I.Loco.E., M.Inst.Met., 
a Director of the Phosphor Bronze Co. 
Ltd. Mr. Wix was well known in railway 
circles, his association with which covered 
a period of nearly 35 years. 





We regret to record the death, on 
December 16, at the age of 83, of Mr. 
Benjamin Talbot, a prominent figure in 
the iron and steel industry. He was Chair- 
man & Managing Director of the Cargo 
Fleet Iron Co. Ltd. and the South Durham 
Steel & Iron Co. Ltd. 





L.M.S.R. STAFF CHANGES 

Mr. W. R. Davies, Assistant, Labour 
& Establishment Department, to be Assis- 
tant for Salaried Staff & Establishment, 
Labour & Establishment Department. 

Mr. R. D. Oliver, Chief Draughtsman, 
District Engineer’s Office, Derby (North), 
to be Assistant to District Engineer, Derby 
(North). 
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COLONEL GORE BROWN... MESSAGE TO 
SOUTHERN RAILWAY STAFF 

Colonel Eric Gore Browne, Chairman of 
the Southern Railway Company, has con- 
tributed the following message in the 
Southern Railway Magazine :— 

Parliament has passed the Transport Act, 
1947, and, on New Year’s Day, 1948, the 
ownership of the Southern Railway and of all 
its interests passes to the State. I send this 
message to all Southern Railway men and 
women from myself and from all my col 
leagues on the board. We thank you for the 
service which you have given to the company 
throughout its existence, magnificent in its 
loyalty and in its efficiency. It is a proud 
reflection that owing to your efforts and to 
the courage and vision of those who created, 
developed and financed our company, the 
Southern Railway has attained pre-eminence 
amongst the railways not only of this country, 
but throughout the world. 

For myself it has been a real privilege to be 
closely associated with you for over seventeen 
years, and, during the war just ended, to have 
seen at close quarters something of the contri- 
bution which you have made to final victory. 
And I have made many friendships which I 
hold most dear and which I shall always 
cherish. 

Now, “ the old order changeth giving place 
to new.” In sending to all of you our best 
wishes for the future, it is the earnest hope 
of my colleagues and of myself that you 
will take with you into the service of the 
Railway Executive the Southern family spirit 
which has contributed so much to our 
success. If you will carry this spirit with 
you into the wider sphere which lies ahead, 
giving your loyal service to all who direct 
and manage our national transport system, 
then we and all your countrymen may look 
forward with confidence to success in_ this 
great adventure. Goodbye! Good Luck! 


Members of the Great Western Railway 
staff at Morpeth Dock, Birkenhead, 
recently held a social evening to wish good- 
bye officially to thirteen colleagues on 
their retirement. Presentations were made 
by Mr. E. J. Smout (Goods Superintendent), 
supported by Mr. A. Maddox, to:— 

Messrs. F. G. J. Reay, hydraulic engineman ; 
C. W. Woods, guard; H. Haymes, inspector ; 
J. Scott, storekeeper ; E. P. Lane, shed super- 
intendent: A. L. Stanton, clerk; J. Buckley, 
carman: H. Jones, plumber ; S. Lloyd, carman ; 
F. Collard, delivery porter; J. O'Neill, porter ; 
G. Newton, acting checker; T. Simox, porter. 

G.W.R. SUPERINTENDENT OF THE LINE 

OFFICE RE-UNION DINNER _. 

Under the Chairmanship of Mr. Gilbert 
Matthews, C.B.E., the staff of the Office 
of the Superintendent of the Line, Great 
Western Railway, held a re-union dinner 
at St. Ermin’s Hotel, S.W.1, on December 
12. Owing to current limitations for such 
functions, it was not possible to extend 
invitations to guests from other depart- 
ments, as had been the custom in the past. 
The Chairman read a telegram of good 
wishes fromm the General Manager, and 
other messages were received from retired 
members of the staff and prominent 
traders. Mr. Matthews, in reply to the 
toast of the Superintendent of the Line, 
expressed his thanks for the support he 
had received during the difficult days of 
the past war. and the post-war period. He 
had no doubt that whatever changes in 
organisation might come about under the 
new regime, the tradition of service built 
up in the department would remain. Mr. 
K. H. Woodward proposed the toast of the 
Superintendent of the Line’s Assistants, to 
which Mr. S. G. Hearn replied, touch- 
ing on the happy spirit of co-opera- 
tion which pervaded the office and sug- 
gested that was to no small extent 
due to the value of divisional office experi- 
ence gained by a large number of those 
present. 
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Parliamentary Notes 
Road and Rail Fares 


Mr. A. Edward Davies (Burslean—Lab.) 
on the motion for the adjournment of the 
House of Commons on December 11, 
called attention to road and rail fares; he 
said the question had been raised on 
several occasions by Members on both 
sides. While many persons going to work 
and shopping were standing in bus queues, 
there were many unused facilities to hand 
on the railways, particularly in the 
provinces. 

He was aware there had been some flexi- 
bility exercised and that in the provinces, 
he believed throughout the railway system 
generally, on Tuesdays, Wednesdays and 
Thursdays. cheap fares were available. He 
wanted the Minister of Transport to note 
that the position in the Home Counties 
and London, where it was undesirable to 
have the main lines overloaded with sub- 
urban traffic, did not necessarily apply to 
the provinces. He submitted that in the 
provinces many trains were running lightly 
loaded, and that, if the fares were more 
in line with the bus fares, many persons 
would be attracted to the railways. He 
meant that the rail fares should be re- 
duced. He wanted to make it perfectly 
clear that he was not anxious to increase 
road charges. 

As examples: a railway single fare from 
Hanley to Congleton in Cheshire was 
2s. Sd., whereas the bus fare was Is. ld. 
The return fare between the same points 
was 3s, 3d. on the railway, and Is. 10d. by 
bus. Over a shorter distance, between 
Stoke and Hanley, which were contiguous 
towns, the single fare was 6d., but if the 
passenger walked down the road a few 
hundred yards he could travel by bus for 
14d. Workmen’s fares, which were, sup- 
posed to offer some advantage, were Sd. 
return between Stoke and Hanley on the 
railway, but the bus fare was 3d. return. 


OVERHEAD CHARGES 

There were certain standing charges on 
the railway whether the traffic was light or 
heavy; the overheads were much the same. 
He suggested that if the fares were reduced 
it would be better to have 300 passengers 
paying 4d. a time on a train for a short 
journey than to have 100 or less such as 
were carried now for 8d. a time. 

He hoped the Commission would direct 
attention quickly to the matter, and not 
necessarily go to the full time limit set 
down in Part V, section 76, of the Trans- 

, Port Act, which laid down the date on 
which they were to report, in a period of 
not later than two years, or such other 
period as the Minister might arrange, a 
system of charges and fares for the rail- 
ways. 

They wanted more flexibility about 
charges arrangements, in respect both of 
passenger fares and goods rates. It was 
no use people sitting in Whitehall, Maryle- 
bone or elsewhere, and thinking that the 
conditions in and about London were the 
same as in the provinces. He hoped that 
whatever machinery was devised would 
be sufficiently sensitive, and that power 
would be given at the right point to the 
people on “the spot to arrange tariffs so 
that they would have some kind of sense. 
flexibility. and a relation to the needs of 
the people there. 

Why should not cheap fares, although 
they were not cheap enough, be available 
every day? He was sure that in the pro- 
vinces that facility could well be extended. 
Whereas one could take a return bus 
ticket at the end of the street, or at some 
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other convenient point, and use it on any 
day within a reasonable period—there was 
no limit as far as he knew—when one 
took a ticket by rail one was supposed to 
use it, so far as cheap fares were con- 
cerned, on the day of issue only. 

His suggestions were to make cheap 
fares available on every day of the week 
in the provinces, make the tickets avail- 
able on any day over a number of days 
within a reasonable period, and, if pos- 
sible, reduce the fares, and, when they 
came to the major problem of arranging 
the tariffs, to allow the maximum flexi- 
bility to people in the regions so that they 
might have regard to local needs. 


PARLIAMENTARY SECRETARY'S REPLY 

Mr. L. J. Callaghan (Parliamentary Sec- 
retary. Ministry of Transport), in the 
course of his reply, said that the last occa- 
sion on which the principles of railway 
fares had been discussed in detail was 
after the Railways Act, 1921. It had then 
taken a period of rather more than six 
years to work out the principles on which 
they should work and to bring them into 
operation in 1928. He calculated he had 
precisely nine and a half minutes to do the 
same job that evening. It was a good 
thing that Mr. Davies had initiated a dis- 
cussion on a matter of that importance, 
because he did not think they had suffi- 
cient public discussion about the prin- 
ciples Of railway fares, or of what system 
and what method were going to be fol- 
lowed in running the biggest industry in 
the country. 

It was clear that one of the very 
first problems to which the British Trans- 
port Commission had to attend was the 
future relationship between road and rail. 
There was no escape from that problem. 
Nationalisation was one of the major 
blessings in helping them to co-ordinate 
road and rail transport in the way it had 
got to be tackled. The more he looked at 
the problem the more certain he was that 
railways would have degenerated, and the 
road operators have made fantastic profits, 
if they had allowed to continue un- 
changed the existing developments be- 
tween road and rail as they were before 
the war. 

What Mr. Davies wanted was obvi- 
ously a reduction of rail fares. Nothing 
would give the Minister greater pleasure; 
but rail fares had been increased in 
October because of the increased cost 
of the railways which, to some extent, 
arose from the wage increases conceded 
during the summer. The only effect at the 
moment of reducing fares would be to in- 
crease the loss. 

Mr. David Jones (The Hartlepools— 
Lab.): Will the Parliamentary Secretary 
make a further point that the £43 million 
has something to do with it? 

Mr. Callaghan said that Mr. Jones had 
made it for him, and he was obliged, 
Continuing, he said that if the loss was 
increased, assuming there was a standard 
number of passengers, how was it going 
to be paid for? By means of the tax- 
payers providing a subsidy, by people 
sending freight being charged more, or vy 
increasing the railway fares on other 
bodies of persons who would not get those 
concessions, or by appropriating some of 
the profit from the bus industry and using 
it for railway revenue? 

The railways were not going to be a 
gold mine to the nation in the next few 
years. Frankly, he could not give to the 
House. on behalf of the Minister, any 
indication or hope that railway fares 
might be reduced, and then have to come 
back later and say: “We have now got 
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to put our hands in our pockets and 
provide a substantial sum in order to 
recoup the loss.” 

Turning to the argument that they 
would get an increased number of pas- 
sengers, he thought there were undoubtedly 
spots in the country where that was so, 
but, on the other hand, it was equally 
true that there were many _ substantial 
areas in the country, from which most of 
the fare-paying passengers were drawn, 
where it was not. The Southern Railway 
handled in one hour of the day over 
30 per cent. of its load. That was, he 
believed, between 5.15 and 6.15 at night. 
They would not get another single pas 
senger, nor would he be welcome, between 
those hours, if they reduced the fares. 
Indeed, that railway was placed in the 
position of having to carry over 60 per 
cent. of its load in two hours of the day 
and running a railway for the other 22 
hours with less than 40 per cent., which 
made a considerable difference to the cost. 
He thought that was a point which the 
Transport Commission might look at. 

Mr. Davies had said that the Transport 
Commission must act quickly. As he 
knew. the Act did provide for a report 
in two years, or such longer period as the 
Minister might allow. That would be 
at least one-third of the time that it had 
taken last time. When one looked at the 
complexity of the problem one really 
could not undertake that it could be done 
in any shorter period. 

Next. Mr. Davies had suggested more 
flexibility in the fares now, and cheap 
fares every day. The Minister had been 
anxious to extend that facility and, indeed, 
he had taken the lead in August in intro- 
ducing cheap day fares on Tuesdays, Wed- 
nesdays and Thursdays in each week; and 
there was no lack of zeal on his part to 
extend that concession as soon as he felt 
it could safely be done without overtaxing 
the load. There might be places in the 
country where they could have cheap fares 
at week-ends and not overload the trans- 
port system. On the other hand, one of 
the reasons for providing cheap fares on 
Tuesdays, Wednesdays and Thursdays was 
to spread out the load from the week-end, 
when it was highest. The matter was 
constantly under review, and, from Janu- 
ary 1, it would be the responsibility of the 
Transport Commission, and he had no 
doubt that it desired to move ahead with 
that concession as fast as it could, but it 
was limited at the moment by the restric- 
tion of services by reason of the shortage 
of coal. 

Passenger services had been reduced last 
year, and that was one of the reasons they 
were able to move more freight this year. 
They were not stocking coal at the pit- 
head but moving it over the lines, and 
there were no major embargoes for freight 
on any lines today; and that was vastly 
different from the position a year ago. 
They were doing that. to some extent, 
because passenger services had been re- 
duced. It was lamentable, and they wanted 
to carry passengers as well as freight, but 
he did not think any member would desire 
an advantage, when coal must come first. 

He thought those problems of rail-road 
relationship, and particularly fares, were 
going to continue to be most serious prob- 
lems which Parliament would have to face 
during the coming months, or, at any 
rate, during the next two or three years. 
He thought that the last time they had 
faced it they had ducked and side-stepped 
at the last moment; but they had now 
reached the time when they must face 
properly the problem of road-rail fares, 
and he was sure they would do it. 
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Questions in Parliament 


A.T.C. on L.M.S.R. Southend Line 

Captain R. J. Gunter (Essex South East 
—Lab.) on December 8 asked the Minister 
of Transport whether the new automatic 
fog safety device put into operation on 
December 1 on the Southend line had 
proved successful. 

Mr. L. J. Callaghan (Parliamentary Sec- 
retary, Ministry of Transport): Yes. There 
were certain minor troubles, but I hope 
they will be overcome. 


Half-Fares 

Major J. A. Boyd-Carpenter (Kingston- 
on-Thames—C.) on December 8 asked the 
Minister of Transport whether he proposed 
to make arrangements to raise the age of 
entitlement to travel at half-fares to 15. 

Mr. L. J. Callaghan: I would refer Major 
Boyd-Carpenter to the reply I gave on 
October 27 to a question by Lt.-Colonel 
Granville Sharp (Spen Valley—Lab.). 1 
am sending him a copy. 

Major Boyd-Carpenter: Does _ that 
answer mean that the Parliamentary Secre- 
tary’s mind has not moved since Octo- 
ber 27? 

Mr. Callaghan: No; it means that the 
reply I gave then was perfectly satisfactory. 


Locomotive Water Gauges 

Mr. P. H. Collick (Birkenhead West- 
Lab.) on December 2 asked the Minister 
of Transport if he was aware of the feel- 
ing among enginemen employed on the 
Great Weste rm Railway about the 
“austerity ” type of locomotives now being 
used thereon; that they regarded the boiler 
water-gauge frames as particularly unsatis- 
factory, and that when the gauge glass 
burst there was difficulty in shutting the 
gauge column cocks, thus exposing the 
men to unnecessary danger and creating 
a situation not conducive to a safe system 
of working; what steps he proposed to 
take to remedy the matters complained of; 
and when would those become effective. 

Mr. L. J. Callaghan stated in a written 
answer: Yes. The gauges will be modi- 
fied, but I cannot yet say when the work 
will be completed. 


Workmen’s Tickets 

Major J. A. Boyd-Carpenter (Kingston- 
on-Thames—C.) on December 8 asked the 
Minister of Transport (1) whether he was 
taking any action to ensure that persons 
previously able to use workmen’s tickets on 
suburban railway services and who were 
now unable to do so by reason of stag- 
gered-hours arrangements, should continue 
to have the advantage of the use of such 
tickets; and (2) whether he had considered 
the position of persons normally using 
workmen’s tickets on suburban services of 
the main-line railways who had found 
themselves unable to make use of those 
tickets by reason of an alteration of their 
hours of work; and what action he pro- 
posed to take in the matter. 

Mr. L. J. Callaghan: Yes. I would 
refer Major Boyd-Carpenter to the state- 
ment attached to the answer which I gave 
to Major E. A. Bramall (Bexley—Lab.) on 
December 1. I am sending Major Boyd- 
Carpenter a copy. 

Major Boyd-Carpenter: Without wishing 
to trouble the Parliamentary Secretary to 
send me a copy of an answer I have 
already read, may I ask him if he can tell 
me whether that answer means that any 
person who previously was able to obtain 
these tickets will now be able to obtain 
them on producing a certificate from his 
employer? 
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Mr. Callaghan: Major Boyd-Carpenter 
may have read the answer, but he quite 
clearly could not have understood it. It 
makes it quite clear that for all workers 
whose hours have been re-arranged owing 
to power load alterations, the revised con- 
ditions will be in their favour. 

Major Boyd-Carpenter: Can the Parlia- 
mentary Secretary say whether that covers 
those people whose hours may have been 
changed indirectly? 

Mr. Callaghan: It covers those people 
affected by the alterations in the power 
load which results in the staggering of their 
hours. 

Major Boyd-Carpenter: 
directly? 

There was no reply. 

Mr. E. H. Keeling (Twickenham—C.) on 
December 8 asked the Minister of Trans- 
port on what grounds the Southern Rail- 
way had withdrawn from postmen and 
other wage-earners who normally worked 
late shifts the right to buy workmen’s 
tickets, while extending their issue to men 
and women who worked late shifts for the 
purpose of spreading the power load. 

Mr. L. J. Callaghan in a written answer 
stated: I am glad to say that this conces- 
sion, which was limited to Post Office 
uniformed staff who enjoyed it in 1941 and 
who travel on the Southern Railway, is 
being restored to those who lost it under 
the revised arrangements, but I regret that 
it cannot be extended further. 


Directly or in- 


Socialised Industries 

Lt.-Colonel Granville Sharp (Spen 
Valley—Lab.) on December 4 asked the 
Prime Minister on what principles replies 
would be given by Ministers to Parliamen- 


tary inquiries on the work of socialised 
industries. 
Mr. Herbert Morrison (Lord President 


of the Council), who replied, said: In the 
light of experience so far gained, the Gov- 
ernment has reviewed the question of 
replies to Parliamentary inquiries about 
the work of socialised industries. During 
the war the Government exercised direct 
control over certain industries since actu- 
ally socialised or to be socialised, notably 
the railways. Ministers were directly re- 
sponsible for the running of such services 
and therefore answered detailed questions 
on matters of day-to-day administration. 
This situation was, however, exceptional. 

Under recent legislation boards have 
been set up to run socialised industries on 
business lines on behalf of the community; 
and Ministers are not responsible for their 
day-to-day administration. A large degree 
of independence for the Boards in matters 
of current administration is vital to their 
efficiency as commergial undertakings. 

A Minister is responsible to Parliament 
for action which he may take in relation 
to a board or action coming within his 
statutory powers which he has not taken. 
This is the principle that determines gener- 
ally the matters on which a question may 
be put down for answer by a Minister in 


the House of Commons. Thus, the 
Minister would be answerable for any 
directions he gave in the national in- 


terest and for the action which he took on 
proposals which a board was required by 
Statute to lay before him. It would be 
contrary to this principle and to the clearly 
expressed intention of Parliament in the 
governing legislation if Ministers were to 
give, in replies in Parliament or in letters, 
information about day-to-day matters. 
Undue intervention by the Minister would 
tend to impair the board’s commercial 
freedom of action. 

The boards of socialised industries are 
under an obligation to submit annual re- 
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ports and accounts which are to be laid 
before Parliament. In the Government’s 
view it is right that Parliament should 
from time to time review the work of the 
boards, on the basis of the reports and 
accounts presented to Parliament. 

Colonel A. Gomme-Duncan (Perth—C.): 
In view of the fact that there are no 
independent boards for Scotland, who will 
be answering questions affecting the rail- 
ways or other socialised industries? Will 
it be the Secretary of State for Scotland? 

Mr. Morrison: The normal Parliamen- 
tary practice will be followed. In so far 
as there is Ministerial responsibility, the 
appropriate Minister will answer. In the 
case of transport, it will be the Minister of 
Transport. 


London-Manchester Trains 

Mr. F. J. Erroll (Altrincham & Sale— 
C.) on December 8 asked the Minister of 
Transport how many express passenger 
trains had been run on the L.M.S.R. be- 
tween London and Manchester during the 
most recent convenient statistical period; 
and how many had arrived at their final 
destination on time. 

Mr. L. J. Caliaghan: 
weeks ended October 31, 149 out of 354 
weekday express passenger trains from 
London arrived in Manchester on time; in 
the reverse direction the figure was 188 out 
of 373. 

Mr. Erroll: Can the Parliamentary Secre- 
tary arrange for the balance of the trains 
to arrive on time? 

Mr. Callaghan: I have great hopes of 
that after nationalisation day (laughter). 


During the four 


Passenger and Goods Receipts 

Miss G. M. Colman (Tynemouth—Lab.) 
on December 8 asked the Minister of 
Transport if he would give figures showing 
the increase or decrease in the income from 
railway passengers and goods traffic. re- 
spectively, since the latest increase in fares 
and charges, compared with the same 
period last year. 

Mr. L. J. Callaghan stated in a written 
answer: The table below gives the increase 
or decrease in the gross receipts of the 
four main-line railways (including joint 
lines) for the eight weeks ended Novem- 
ber 23, 1947, compared with the corre- 
sponding period of 1946. As fares and 
charges were increased from October 1, 
1947, the figures for 1947 include two days 
at the previous level of charges:— 





Goods, 
Passenger etc. Total 
"s) 
Week ended October 5 to 
ge ended November 
23, 1947 20,726 29,936 50,662 
Week se October 6 to 
week ended November 
24, 1946 .-- 20,814 25,309 46,123 
Increase (+) or de- 
crease (-—) ... pe —88 +4,627 +4,539 


Atomic Scientific Exhibition Train 

Mr. Hector Hughes (Aberdeen North— 
Lab.) on November 17 asked the Minister 
of Transport if he was aware that on 
January 1, 1948, when the railways would 
come under his control, the special Atomic 
Scientific Exhibition Train would be in or 
near Dundee, after having exhibited there 
and in Edinburgh and Leith; that the 
present railway authorities had "refused to 
allow the exhibition train to visit Aber- 
deen; and would he reverse that refusal 
and direct the train to visit the city of 
Aberdeen where the scientists and other 
people were anxious to see it. 

Mr. L. J. Callaghan: I am told that the 
railways agreed to send the train to Aber- 
deen as soon as they were asked to do so. 

Mr. Hughes: Is the Parliamentary Secre- 
the efficient and ex- 


tary aware that 
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peditious way in which he has dealt with 
this matter will be much appreciated by 
the people of Aberdeen? 

Sir Ronald Ross (Londonderry—C.): 
Will there be a charge to the people to see 
this train, or will the view of it be free? 

There was no reply. 


Exports of Machine Tools 

Mr. F. J. Erroll (Altrincham & Sale 
C.) on November 17 asked the Minister of 
Supply what types of machine tools were 
being exported from this country as a free 
gift to Hungary. 

Mr. George Strauss (Minister of 
Supply): As the list of types is rather long, 
I will circulate it. 

Later, Mr. Strau’s circulated the follow 
ing list of types: 

Lathes : 
multi-tool. 

Millers: vertical, plain, universal (only old 
type), spline, thread. 

Grinders: universal (old type), cylindrical, 
internal, tool, tool and cutter, surface, gear, 


centre, relieving, capstan, turret, 


camshaft, centreless, spline, honing, saw 
sharpening, thread form. 

Presses: hydraulic, guillotine. 

Saws: cold sawing and hacksawing, band- 
sawing. 
Automatics 

Gear machines: gear generators, gear 


finishers, gear shapers, tooth edge, radiusing, 
gear testers. 

Borers: fine boring. 

Drillers: pillar, bench. 

Slotting machines: old type. 

Shaping machines: old type. 

Pipe bending. 


Rating of Transport Undertakings 

Mr. J. Binns (Gillingham—Lab.) on 
December 4 asked the Minister of Health 
if he would publish a White Paper show- 
ing the detailed effect on individual local 
authorities of the rating proposals for elec- 
tricity and transport undertakings in sec- 
tion 94 of the Local Government Bill. 

Mr. Aneurin Bevan (Minister of Health): 
I regret that the detailed information asked 
for is not available to me and could not 
be made available without an undue 
amount of labour. 
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Mr. Anthony Greenwood (Heywood & 
Radciiffe—Lab.): Is the Minister aware 
that most local authorities would be able 
to help him in this matter, and _ that 
authorities like Radcliffe lose 13 per cent. 
of their rateable value. and an urban dis- 
trict council in Leicestershire as much as 
60 per cent.? 

Mr. Bevan: Individual authorities will 
make their positions known, but I could 
not give all the information asked for. It 
would involve getting returns from more 
than 8,000 authorities, 


Kenya Railway Staff Remuneration 
Captain C. G. P. Smith (Colchester— 
Lab.) on November 5 asked the Secretary 
of State for the Colonies what steps were 
being taken on the Kenya Government 


ralway to grade wages and salaries on 
the basis of work performed instead 


of on the basis of European, Asian, and 
European scales. 

Lt.-Colonel D. R. Rees-Williams (Par- 
liamentary Under-Secretary of Siate for the 


Colonies) in a written answer, stated: This 
matter will be considered by the com- 
mission, now in East Africa, which was 


appointed at the end of last year to review 
the structure and remuneration of the 
Civili Services of the East Africa Govern- 
ments. 


African Colonies Rolling Stock 


Colonel A. D. Dodds-Parker (Banbury 

C.) on November 26 asked the Secretary 
of State for the Colonies whether he would 
ensure that rolling stock returning empty 
from Kongwa to Dar-es-Salaam was 
allowed to stop at intermediate stations 
long enough to pick up sisal, cotton and 
other commodities for which there was an 
immediate market inside and outside the 
sterling area. 

Mr. A. Creech Jones (Secretary of State 
for, the Colonies): 1 have been informed 
by the Acting Governor of Tanganyika 
that only open wagons are returning empty 
from Kongwa towards Dar-es-Salaam. It 
is not considered advisable to load these 
wagons at private sidings on account of 
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the risk of fire and consequent loss of 
scarce tarpaulins, but they are being used 
to load sisal and grain from stations east 
of Kongwa. 


Burma-Siam Railway 

Dr. Somerville Hastings (Barking—Lab.) 
on November 17 asked the Secretary of 
State for Foreign Affairs whether any part 
of the £1,250,000 which wou'd be received 
by His Majesty’s Government from the 
Siamese Government for the sale of the 
Siamese part of the Burma-Siam Railway 
had been earmarked for distribution to the 
dependents of British prisoners of wat 
who had lost their lives while engaged in 
the building of the railway. 


Major C. P. Mayhew (Parliamentary 
Under-Secretary of State for Foreign 


Affairs): No, and since the reply is neces- 
sarily rather long, I will circulate it. 

Later, Major Mayhew circulated the 
following reply: His Majesty’s Govern 
ment does not in fact receive any part of 
the proceeds of the sale of the Burma- 
Siam Railway. The major portion of this 
sum is being distributed between the, 
Governments of Malaya, Burma and the 
Netherlands East Indies as compensation 
for the material which was looted by the 
Japanese from their railways in order to 
equip the Burma-Siam Railway. The 
balance of the purchase price is being paid 
into the Japanese Reparations Fund, 
which will ultimately be divided amongst 
the Allies. 

Normal practice would have been for 
any identifiable loot found on the railway 
to be returned to its owners. In _ the 
present case, however, this would have 
meant dismantling the railway and sacrific- 
ing all possibility of selling it. In the cir- 
cumstances the interested governments 
agreed to the sale on condition that they 
received monetary compensation for their 
equipment. 

There can, therefore, be no question of 
the money obtained from the sale of the 
railway being used specifically for com- 
pensation to the prisoners-of-war who 
built it under Japanese direction, or to 
the dependents of those who lost their 





A corner of the 24-hr. canteen (left) and one of the dormitories (right) in the new G.W.R. Southall hostel 
for men transferred away from their homes (see our December 12 issue) 
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lives doing so. Such prisoners, however, 


in common with all British prisoners-of- 
war who suffered ill-treatment at the 
hands of the enemy during the war, are 


eligible for disablement and disability 
pensions from His Majesty’s Government, 
which has also made financial provision 
for the dependents of those who lost their 
lives on the railway. 

Mr. J. L. Williams (Glasgow, Kelvin- 
grove—Lab.) on November 20 asked the 
Secretary of State for Foreign Affairs if 
he would state the sums in which the 
proceeds of the sale to the Siamese 
Government of that part in Siamese terri- 
tory of the Burma-Siam Railway, known 
as the Railroad of Death, had been al'o- 
cated to the British, Australian and other 
Allied Governments who are concerned 
with the matter. 


Major C. P. Mayhew in a_ written 
answer, stated: The total purchase price 
of the railway was £1,250.000. Of this 
sum the Government of Malaya receives 
£656,400, the Government of Burma. 
£51,250, and the Government of the 


Netherlands East Indies, £187,350. All 
these amounts are payable in sterling in 
instalments. The balance of £355,000 is 
payable by the Siamese Government in 
Siamese currency into the Japanese Repar- 
ations Pool. 


Rail Transport in Tanganyika 

Brigadier H. R. Mackeson (Hythe—C.) 
con November 10 asked the Minister of 
Food if he would make a statement re- 
garding the difficulties encountered in un- 
loading and moving machinery exported 
to Tanganyika in connection with the 
groundnut scheme. 

Mr. John Strachey (Minister of Food): 
The unloading of equipment for the 
groundnut scheme, coinciding with heavy 
arrivals of goods for other purposes, has 
caused congestion in the port of Dar-es- 
Salaam, and the movement of supplies 
inland is restricted by the capacity of the 
railway, but progress is being made in 
providing the supplies needed for the 
scheme. 

Mr. Walter Fletcher (Bury—C.): 
the Minister aware that the central rail- 
way from Dar-es-Salaam has for years 
imported thousands of tons of every sort 
of produce and machinery, and will he 
give some more adequate explanation of 
this hold-up? 

Mr. Strachey: There is a greatly in- 
creased load on the railway, and, more 
especially, on the port facilities. That, 
I think, is the chief difficulty. 


Is not 


NORTHAMPTON ENGINEERING COLLEGE 
MEMORIAL.—At the last annual meeting of 
the Northampton Engineering College Past 
Students’ Association it was decided to 
form a trust fund to commemorate col- 
leagues who lost their lives in the recent 
war. Further particulars can be obtained 
from Mr. J. Mortimer Hawkins. Hon. Sec- 
retary, who informs us that the memorial 
will take the form of a simple plaque to 
be erected in the committee room at the 
college, and the provision of means for 
sending students on post-graduate visits to 
other countries to observe the methods and 
procedure adopted by other nationals in 
the particular industry selected by the 
student. The annual dinner of the Asso- 
ciation was held at the Criterion Res- 
taurant, Piccadilly, London, W.1, on 
December 12, when the principal guest 
was Colonel Sir A. Stanley Angwin, 
D.S.O., M.C., T.D., Chairman of Cable & 
Wireless Limited. 
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Notes and News 


Sheffield Twist Drill & Steel Co. Ltd.— 
The company, which carries on business as 
an engineers’ toolmaker, is offering for 
sale £357,000 5 per cent. cumulative pre- 
ference shares of £1 each at 21s. per share, 
and 400,000 ordinary stock units of 4s, 
each at 13s. 3d. per unit. 


C.P.R. Preference Dividend—-At a 
meeting of the C.P.R. board of directors 
held on December 8 in Montreal, a final 
dividend of 2 per cent. on the preference 
stock in respect of the year 1947 was de- 
clared payable on February 2, 1948, to 
stockholders of record at 3 p.m. on 
December 31. 1947, 

Strike at Nine Elms, Southern Rail- 
way.—Porters, loaders, checkers, and van- 
men at Nine Elms goods depot, Southern 
Railway, went on strike on December 10, 
after making complaints regarding cater- 
ing and conditions of work. Agreement 
was reached for a change in the control 
of the canteen, and the men returned to 
work on December 11, but they are claim- 
ing that they should be paid for the time 
lost. 


Radar for L.N.E.R. Humber Ferry.— 
As soon as the equipment is available, early 
in the new year, the L.N.E.R. paddle 
steamer, Tattershall Castle, is to be fitted 
experimentally with the latest type of 
radar equipment, by arrangement with 
Marine Instruments Limited. Since the 
end of the war, the L.N.E.R. has been 
keeping in close touch with radar develop- 
ment with a view to seeing if suitable 
equipment could be devised for use on the 
Humber ferry steamers. In considering 
the local problem on the River Humber, 
with its peculiar channels, sandbanks, tides, 
and currents, it has to be borne in mind 
that the difficulty in dense fog is not so 
much in navigating from pier to pier, but 
rather the avoidance of impact with other 
objects, such as lightships and buoys, com- 
mercial and fishing vessels, and other craft, 
which frequently are riding at anchor off 
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the Hull Docks. The radar equipment 
with which the Tattershall Castle is to be 
provided will be of the latest type, suit- 
able for close-range working under river 
conditions. Extended trials will take place 
to see whether Humber fog difficulties can 
be overcome satisfactorily. 


Increased Accommodation for G.W.R. 
Wagon Repairs.—To speed up light repairs 
to railway wagons, the G.W.R. has just 
completed the laying of two additional 
sets of rails, totalling nearly 700 yd., at 
the Cherry Orchard Carriage & Wagon 
Shed, near Cardiff, which was re-opened 
recently after being used as a Royal Naval 
Stores during the war. 


Bolivar Railway Meeting.—The Bolivar 

Railway Co. Ltd. announces that the 
annual general meeting will be held early 
in the new year to receive the report and 
accounts, It is expected that by this time 
the present negotiations with a commis- 
sion appointed by the Venezuelan Gov- 
ernment, in connection with the acquisi- 
tion of railways, will be completed. A 
formal meeting of the company was held 
on December 18 in compliance with the 
Companies Act. 


Peruvian Corporation Limited.—The re- 
port for the year ended June 30, 1947, 
shows profits of £90,420. The debit 
balance at net revenue account brought 
forward from last year was £2,323,988, and 
after making provision for income tax and 
other charges, the debit to be. carried 
forward amounts to £2,582,430. «A state- 
ment by the Chairman, Mr. W. H. White, 
which accompanies the report, says that 
gross revenue from railways and steamers 
rose from £1,721,855 to £1,872,645, an 
increase of 8-7 per cent. This was due to 
increases in tariff rates, because the total 
freight carried fell by 4-4 per cent., 
and the number of passengers declined 
from 3,151,556 to 3,020,760. Expenditure 
underwent a further sharp rise, the total 
amounting to £1,786,831, an increase of 
£304,966. Wages alone rose by over 23 
per cent., due partly to higher rates of pay, 





On December 8, as recorded on page 687 of our issue of December 12, folonel 
Eric Gore Browne, Chairman, Southern Railway, unveiled an inscription on 


the 1914-1918 m-morial at Dover 


Marine Station to the men of the Eastern 


Section of the Southern Railway who lost their lives in the 1939-1945 war 
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and partly: to a fall in output per man- 
hour. During the year two new diesel rail- 
cars passed their tests on the mountain 
section of the Central Railway, and three 
more are under construction. Six cars are 
on order for the Southern Railway, and six 
for the northern railways. 


L.M.S. R. Petrol Train Derailed at Man- 
chester. ain of petrol tank wagons, 
bound from Leeds to Salford, collided 
with the buffer stops at Manchester, 
Victoria, L.M.S.R., on Deceinber 10. 
Four wagons were derailed, and _ the 
engine and tender, after overrunning the 
buffers, mounted the platform and con- 
tinued towards the main booking office. 
The train should have run through the 
station, but had to be switched to a 
terminal platform and could not be stopped 





in time. The driver and fireman were 
injured, and the driver died in hospital 
later. 





Hoffman Jubilee—On January 11, 1948, 


the Hoffman Manufacturing Co. Ltd., 
makers of ball and roller bearings. will 
celebrate its jubilee. When the firm was 


started at Chelmsford fifty years ago, the 
demand for these products was smal] and 
confined to the then limited requirements 
of the motor industry and the earliest ap- 
plication of thrust bearings used on crane 
posts. Since those early days, however, 
the original small factory has been ex- 
tended many times, with the result that 
eventually it became necessary to manu- 
facture outside Chelmsford. During the 
war, a factory was built in Ireland. and 


at the present time Chelmsford is the 
headquarters of anti-friction bearing in 
formation. This year, 64 male employees 


with 40 years of service, and seven women 
employees who have served the company 
for 35 years, have been the recipients of 
long-service awards. 


Bagnall Exhibition Display.—The photo- 
graph reproduced below shows a section 
of the stand arranged by W. G. Bagnall 
Limited for a Silver Lining Savings exhi- 
bition at Stafford Tgwn Hall, In the fore- 
ground is seen a scale model, made in the 
Bagnall pattern shop, of one of the 52 
locomotives built for the Government 
during the war to work on the Continent 


Bagnall Exhibition 
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after the Second Front had been started. 
Displayed prominently on the stand, which 
was designed largely to attract the atten- 
tion of the younger element, was an invi- 
tation to all interested, particularly parties 
of schoolchildren, to visit the Castle En- 
gine Works at Stafford and see the various 
stages of locomotive construction. 


International Sleeping Car Share Trust 
Limited.—The report of the trust for the 
year ended May 31, 1947, states that no 
definite prospects are yet in sight regarding 
the restitution of the Wagons-Lits shares, 
which are shown in the balance sheet at 
£5,250,000. Current assets are valued at 
£12,000, sundry debtors represent £155, 
and cash at banks £494, making a total of 
£5,262,649. The net loss was £291. 


Butler Machine Tool Co, Ltd.—At a 
board meeting of the company held at 
Halifax on November 21, the directors re 
solved that a dividend on the 5 per cent. 
cumulative preference shares for the six 
months to December 31, 1947, be paid, less 
income tax at 9s. in the £. In order that 
transferees may receive this dividend 
transfer, deeds must be lodged with the 
company’s registrars by 3 p.m. on Decem- 
ber 17. Dividend warrants in respect of 
this dividend will be posted on December 
30, and the dividend is payable on Decem- 
ber 31, 1947. 


Brush Electrical Engineering Co. Ltd.— 
The directors of The Brush Electrical Engi- 
neering Co. Ltd. announce that the loss 
for the year was £708,243 to which has 
been added: (1) Adjustments for previous 
years in respect of wartime contracts, less 
favourable adjustments on civil contracts, 
a net debit of £51,338; and (2) special pro- 
visions for turbine reconstruction and 
maintenance of buildings and plant, 
£152,711, making a total debit of £912,292, 
against a profit for the previous year of 
£45,447. After deducting the balance of 
profit and loss account amounting to 
£56,744 brought forward from the previous 
year, a debit balance of £855,548 has been 
carried to the balance sheet. The fixed 
assets have been professionally revalued, 
and this valuation has shown a substantial 
appreciation in the value of freehold land 
and buildings, amounting to £686,056, 


Display at Stafford 
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In the foreground of this stand, described in the above paragraph, is 

shown a model of one of the 52 locomotives built by W. G. Bagnall 
Limited for use on the Second Front during the war 
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which has been taken to a capital reserve 
account. To this reserve account has been 
added the reserve for obsolescence and 
renewal of plant brought forward from the 


previous year, and the resultant amount of 


£806,056 has been applied against the loss 
on profit and loss account, reducing the 
debit balance to be carried forward on that 
account to £49,492. On-.account of the 
radical change in the company’s trading 
reserves as envisaged by the Chairman in 
his speech last year, the directors felt that 
it would be in the interests of the stock- 


British and Irish Railway 
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holders to issue with the accounts to De- 
cember 31, 1946, the latest available state- 
ment of the interim results of trading for 
1947. They therefore decided to issue the 
1946 accounts later than usual, when 
special audited accounts to the end of 
September had been prepared. Accord- 
ingly, on October 5, the bulk of the stock 
was physically checked and accounts to 
that date have been drawn up and audited, 
on the basis of which to that date a 
net profit of not less than £200,000 had 
been earned. 


Disposal of Non-Ferrous Semi-Manu- 
factured Material—The Ministry of 
Supply announces that, from January 1, 
1948, its stocks of non-ferrous semi-manu- 
factured material will be disposed of in 
bulk lots from time to time by competitive 
tendering. Any firm wishing to tender, 
and not already on the devartment’s list 
of firms eligible to be invited, should 
apply to the Directorate of Disposals, 
N.F.M., Room 354. Great Westminster 
House, Horseferry Road, London, S.W.1. 
The national stock list of Ministry-owned 
non-ferrous semi-manufactures will no 
longer be issued. 


William Asquith Limited—Mr. Lewis 
Rhodes, Chairman of Willigm Asquith 
Limited, said at the company’s general 
meeting recently that the increased net 
profit for the year led the directors to con- 
sider that the ordinary shareholders were 


entitled to an increased return on their 
investments. The dividend accordingly 


had been increased from 10 per cent. last 
year to 15 per cent. this year. Net trading 
profits for the year were £110,451, as com- 
pared with £20,532, and the final net profit 
of £44,572 showed an increase of £23,534. 
The Chairman said that orders on the 
company’s books were very satisfactory 
indeed, but the execution of them would 
depend largely on the supply of materials 
and the absence of a crisis. 


Import of Machinery Free of Duty.— 
The Treasury is empowered, after consul- 
tation with the Board of Trade, to license 
the duty-free import of machinery; it is a 
statutory requirement that application for 
the issue of a licence be made before the 
machinery is imported. The Board of 
Trade states that cases continually arise in 
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which application is made for a Treasury 
licence after the machinery has reached 
the United Kingdom, and that whatever 
the merits of the case for duty-free import, 
it is not then possible for a Treasury 
licence to be granted. Importers are 
accordingly advised by the Board of Trade 
to note that, in the case of any machinery 
which it is desired to import free of duty, 
it is essential, so that application for 
exemption from duty may be considered. 
that the application be made before the 
machinery reaches the United Kingdom. 


Southern Railway Co-operation with 
Road Services.—The close co-ordination 
existing between the Southern Railway and 
omnibus companies with which it is asso- 
ciated is demonstrated by the recent erec- 
tion of a loading pavement and shelters on 
railway company property in_ close 
proximity to the station buildings at Hor- 
sham. The interchange of traffic be- 
tween rail and the Southdown Motor Ser- 
vices to and from outlying places served 
by rail at Horsham is very extensive, and 
the facilities which have been provided 
will be appreciated by the public who 
patronise the two forms of transport. The 
shelters, which are constructed of precast 
concrete, do not in any way detract from 
the appearance of the station. 


Oil-Burning Locomotives for Southern 
Railway.—The Southern Railway has con- 
verted 31 locomotives, of passenger and 
mixed-traffic types, from coal burning to 
oil burning, and these are operating be- 
tween Southampton—Waterloo. Bourne- 
mouth—Eastleigh, Portsmouth—Salisbury, 
Eastleigh—Andover, and Southampton 
Romsey. A number of the engines has 
been allocated to Fratton, where a per- 
manent oil-storage installation for fuelling 
—the first on the Southern Railway system 

-is in operation. Other installations are 
to be provided at Eastleigh and Exmouth 
Junction. When the Southern Railway 
coal-to-oil programme is completed—110 
locomotives in all are to be converted—the 
engines will be allocated to these three 
centres. Smaller refuelling tanks for 
“topping-up ” purposes will be installed 
at other stations, The storage capacity at 
Fratton is 84,000 gal., contained in seven 
12,000-gal. tanks, which can be replenished 
at the rate of 10,000 gal. an hour from 
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travelling rail tanks. The oil is pumped 
from rail tank to storage tank through 
flexible hose pipes by a steam-driven pump. 
This pump, reversible in action, can also 
pump from storage tank to locomotive. 
To ensure easy flowing, the viscosity of 
the oil is reduced by steam heating the 
train tank, the oil pipe lines, and the stor- 
age tanks. The storage tank tempera- 
ture is maintained at the required level 
by thermostatic control. The Southern 
Railway estimates a saving in coal con- 
sumption of 70,000 tons a year when the 
110 locomotives are converted. 


Floodlight Projectors——When it became 
known that only Buckingham Palace was 
to be floodlighted on the occasion of the 
wedding of H.R.H. Princess Elizabeth and 
the Duke of Edinburgh, the Ministry of 
Works was approached by the Tilley Lamp 
Co. Ltd., Hendon, London, N.W.4, with 
an offer to floodlight a London building 
without cost to the public and using only 
paraffin. The offer was accepted, and the 
Horse Guards Parade was chosen for the 
experiment. For the purpose, the com- 
pany made use of its F.L.6 model without 
any modification at all, the same model, 
indeed, as that used by railways for break- 
down and repair work and by engineers 
and contractors in all parts of the world. 
A length of over 100 yd. had to be illu- 
minated, with an elevation of about 70 ft. 
from the ground, apart from the clock 
tower in the centre of the building which 
was dealt with from the roof, and in all, 
81 floodlights were used at ground level, 
producing an intensity of 6 to 7 ft.-candles 
over all by means of overlapping. During 
the whole period from 6 p.m. to 11 p.m. 
for two nights, only about 12 gal. of 
paraffin were consumed, equivalent to a 
cost of less than 25s. for ten hours of 
floodlighting. This was the first time any 
London public building had been flood- 
lighted by paraffin pressure vapour lamps. 


Forthcoming Meetings 


January 5 (Mon.)}—The Institute of Trans- 
port, Metropolitan Section, Livingstone 
House, Broadway, London, S.W., at 
5.30 p.m. for 6 p.m. “Traffic Prob- 
lems of a Large Retail Distributor,” 
by Mr. H. I. Davidson, A.M.Inst.T. 


Shelter for Bus Passengers at Horsham, Southern Railway 





Exterior of Horsham Station, Southern Railway, showing the loading platform and concrete shelters for 
passengers travelling by Southdown Motor Services buses 





Although because of latest international 
political developments, stock markets have 
become more restrained, they are, never- 
theless, closing the year more actively than 
is usually the case, the home railway 
market expiring with one of the most 
vigorous disp:ays in its long history. 

Home rails, which are now in effect 
British Transport stock, have continued the 
centre of -market activity because of con- 
flicting factors. Institutional investors 
have continued to buy home rails as an 
attractive means of acquiring gilt-edged, 
the assumption being that British Trans- 
port stock will be long-dated and carry 
3 per cent. interest, and that from this 
angle home rails are attractive at anything 
more than 2 points discount to take-over 
prices. International uncertainties which 
followed the breakdown of the Foreign 
Ministers’ Conference had a depressing 
influence on British Funds, and this in 
its turn was imparted to home rails, which, 
however, continued to display exceptional 
activity. 

After improving to nearly 3 points dis- 
count to take-over levels, there was a 
reaction to almost 4 points discount in 
some cases before further institutional 
buying was attracted by the cheapness of 
home rails in comparison with British 
Funds. On the other hand, there has con- 
tinued to be heavy selling of home rails 
on the part of investors, who realise that 
the exchange into British Transport siock 
must invoive a heavy loss of income even 
if the interest rate on this stock proves 
to be 3 per cent. The bulk of money 
arising from selling of home rails has con- 
tinued to be reinvested in industrial shares, 
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Railway Stock Market 


although buying of the latter was much 
more discriminating than earlier in the 
month. It is becoming more generally 
realised that many companies outside the 
export drive will have to face decreasing 
supplies of materials and labour and that. 
apart from companies which have hitherto 
been substantial payers of E.P.T. and 
which can reasonably be expected to main- 
tain trading profits, the effect of the 
doubled Profits Tax will make for reduced 
dividends. The difficulties that have to be 
faced have been emphasised by Sir Stafford 
Cripps’ latest references to the cuts in 
capital expenditure and the request to post- 
pone all non-essential plant and equipment 
plans. 

More cautious investors, 
selling home rails for 
poses, appear to have 
shares of industries 
nationalisation, largely 
general assumption that 
prices are moderate in relation to their 
value in the event of reasonably fair 
nationalisation compensation. Shares of 
electricity supply companies have been in 
request if current market prices are below 
their estimated take-over levels. More- 
over, stocks and shares of gas companies 
have moved in favour of holders, and 
colliery shares recorded numerous gains 
Iron and steels were generally higher on 
balance, partly because in any. case 
nationalisation is unlikely until 1949 and 
in the meantime shares such as Dor- 
man Long, United Steel, Colvilles, Guest 
Keen, etc., offer good prospects of main- 
tained dividends. Yields on iron and 
steels, although smaller than they were at 


who have voeen 
reinvestment pur- 
been favouring 
threatened with 
because of the 
current market 
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the beginning of the month, are attractive: 
and the market is talking of higher divi- 
dends in some instances. Shares of loco- 
motive engineering and building companies 
have remained more active, with Vulcan 
Foundry 35s. 6d., Beyer Peacock 25s, 744, 
and North British Locomotive 29s. lid.; 
Gloucester Wagon strengthened to 66s. 9d. 

Home railway ordinary or equity stocks 
have come in for a fair amount of specula- 
tive buying based on the assumption that 
the final dividends will contain a number 
of surprises and that there are therefore 
possibilities of dividend totals for 1947 
exceeding those for 1946. Incidentally, the 
fact that L.N.E.R. preferred and deferred 
stocks have both been marked “ex divi- 
dend ” (in accordance with the general pro- 
cedure adopted in connection with home 
rails before the official exchange into 
British Transport stock) should not be 
taken as an indication that dividends will 
be paid on these two stocks. In fact, no 
payments are generally expected on them 
(incidentally, the preferred stock was last 
“ex” in 1931 and the deferred in 1926), 
and if they did receive a dividend, this 
would, of course, imply the full 4 per cent, 
on the L.N.E.R. second preference, com- 
pared with the total of 3% per cent. paid 
for 1946. The market is hopeful, how- 
ever, that the dividend may be improved 
to 3} per cent. for 1947. It is realised that 
it is very difficult to estimate dividend pay- 
ments, and that, although there may very 
well be income from special sources 
arising from the winding-up of home rails, 
whether this can be distributed in dividend 
will turn on the official interpretation of 
the relative clauses of the Transport Act. 
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